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These concluding words of every contract can 
also be applied to the shipping world. 


After strenuous efforts the salesman succeeds 
in securing the good-will of a customer and 
his signature to an order. But that is only 
the beginning of the transaction. 


The profits cannot be reaped until the goods 
have been packed, “sealed and delivered.” 


If they have been sealed the “National way” 
they will reach destination in good order and 
without concealed loss. 
Sealed the “National Way” means that goods 
are packed and sealed with the greatest 
economy and efficiency. 


We have proved this to thousands of shippers, 
including the largest in the country; to the. 
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“Signed, Sealed and Delivered” 


sands of traffic experts who approve of our 
work in the interests of shippers and rail- 
roads alike. 


To serve the traffic fraternity in an enlight- 
ened, liberal manner, we maintain a 


Free Service Bureau 


It will gladly, and without charge, advise with 
you, with anyone interested, on questions of 
packing and sealing efficiency. 


It will give you the benefit of years of highly 
specialized experience. It will place at your 
disposal the only available fund of systema- 
tized, comprehensive, reliable data on this 
subject. 


National Binding Machine Co. 
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machine. Write for Bulletin TR 28, 
“The Revolvator.” 
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The Man Element 


is very ‘noticeable in Wells Fargo Service. This man element is what 
makes the service a personal one. Interested men handle your shipments 
from the time our driver calls for your goods till delivered to the consignee. 

The “Man Element” watches, guards, expedites, records the progress | 
of—each shipment. 

No matter what you have to ship—a case of dry goods, a pet bird, 
an auto or a jewel—Wells Fargo can transport it for you, safely and 
quickly. And the service will be as personal and satisfying as it humanly 


can be. 
PERSONAL EXPRESS SERVICE 


Wells Fargo & Company 


Express 
Carriers to All Parts of the World 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 











February 6, 1915 





oe Issued every Saturday by 7 

THE TRAFFIC SERVICE BUREAU 
Colorado Bullding, 418-430 S. Market St., 
Washington, D. C., Chicago, IIl., 

E. F. Hama, President 

W. C. Tyter, 

Sec’y and Treasurer 
E. C. Van Arspet, Manager 


Cartes Conrapis, 
Vice-Pres. and Gen’l Counsel 
Henry A. Patmer, Editor 


All subscriptions are payable in advance and renew auto- 
matically at end of period unless specific notification to contrary 
is given to publisher. 

All remittances should be made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 
New York exchange. We have to pay exchange on checks on 
outside banks. 


TERMS OF SUBSCRIPTION 


GR SORE ohana nabobs nana seed hoon hte <tgeng 6ieees occas $10.00 
Ct, MIE, a. bien een.sc:0 tis 6666s DemOKeeRndeseh ooesMens dnd wees 6.00 
GI iii. 5 0 cold ccs dhs oOhaudhcsntescetbeldadeidsdoneta 3.00 
I IE cn nk ot ccctasssench esas scba® -abatien ++ nabs oenneeb .25 


Advertising rates will be made known upon application. 





Vol. XV, No. 6 Saturday, February 6, 1915 
Ta etsetnnenennnibtetetttenetallickttess stent 


By reason of the fact that various other concerns use 
names the same as or similar to that of The Traffic Serv- 
ice Bureau, which publishes this magazine, we desire to 
say that we have offices only in Chicago and Washington 
and have no connection with other concerns purporting 
to give similar service. 





LAFOLLETTE AND THE COMMERCE 
COURT. 





It may not be in accordance with the teach- 
ings of holy writ but it is exceedingly human 
for us, at this time, to call the attention of shin- 
pers to Senator LaFollette of Wisconsin, self- 
styled champion of their interests. He is gather- 
ing a mass of material to be used in denunciation 
of the Interstate Commerce Commission’s de- 
cision in the eastern advanced rate case, on the 
ground that it is without warrant in law. 

If Senator LaFollette, two years ago, had 
given attention to matters about which he pro- 
fesses to know so much, he would not now be 
doing that. If the Commission has gone beyond 
its statutory authority, some one would now 
have the whole subject before a court of com- 
petent jurisdiction, instead of merely before the 
senate on a joint resolution offered by the Wis- 
consin senator, forbidding an advance in rates 
that has already gone into effect. Instead, the 
Wisconsin senator was then helping abolish the 
Commerce Court because it had dared disagree, 
in matters of law, with the Commission which 
LaFollette is now denouncing as a lawless body. 
The court had decided that an order of the Com- 
mission dismissing a complaint, was as much of 
an order as one commanding a railroad to do or 
cease from doing a certain thing. He was de- 
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nouncing the court because it thought the law 
commanded it to give an aggrieved shipper as 
good a standing in court, on law questions, as 
an aggrieved railroad. The Supreme Court said 
the law gave no such jurisdiction. 

Week in and week out, we called attention 
to the fact that LaFollette and other so-called 
Progressive senators were fighting against ship- 
pers who thought they should have entry into 
court. Coincidentally, we directed attention to 
the fact that instead of denouncing the court for 
having assumed jurisdiction over negative orders, 
against the objections of the Commission, of 
course, the Progressive senators, so-called, ought 
really to be busy with efforts to pass the Brous- 
sard or the Borland bill, each of which, in terms, 
extended the jurisdiction of the Commerce Court 
so that it could review questions of law which a 
shipper might believe the Commission had de- 
cided erroneously when it dismissed his com- 
plaint. 

Instead, however, the supposed friends of 
shippers, kept on denouncing the court, on the 
erroneous assumption that because it disagreed 
with the Commission as to the extent of its jur- 
isdiction, it must ipso facto, be an enemy of the 
shipper. They talked, and they talked and they 
talked. And now LaFollette, at least, is getting 
ready to talk, and talk and talk more, when a 
simple addition to the law would turn over to a 
court, having time and proper machinery, the 
question as to whether the Commission exceeded 
its power, when it considered the European war 
as one of the facts’and circumstances warranting 
an advance in rates and whether it exceeded its 
authority when it made that decision without 
having specifically required justification as to 
every rate proposed to be advanced. And, while 
LaFollette and his kind talk and talk and talk, 
shippers are paying freight bills on rates which 
some of them assert were not made effective in 
a legal way. 


STATE COMMISSIONERS AND RATE AD- 
VANCES. 





We are informed by an exchange that at a 
recent meeting of the general committee repre- 
senting five western state commissions that will 
fight the proposed western freight rate advances, 
hearings on which are to be held in Chicago, 
beginning February 15, it was estimated that the 
cost of the fight to these states would be in the 
neighborhood of $75,000. The states are Ne- 
braska, Iowa, Kansas, South Dakota, and Minne- 
sota. It was announced that sixteen other states 


that have also authorized this general committee 








to represent them would be expected to con- 
tribute something towards meeting this expense. 

It seems to us that a few words would be 
timely and appropriate in regard to the propriety 
of this proceeding and the proposed expendi- 
ture of public money. We are aware that the 
laws of some of the states permit and make it 
the duty of their state commissions to exercise 
a sort of supervision over interstate rates. For 
instance, the law of Iowa, the chairman of whose 
commission is chairman of this general commit- 
tee and perhaps the most active opponent of ad- 
vanced rates, has this to say: 


“It is hereby made the duty of the board of 
railroad Commissioners to exercise constant dili- 
gence in informing themselves of the rates, 
charges, rules and practices of common carriers 
engaged in ‘the transportation of freight from 
points in this state to points beyond its limits, 
and from points in other states to points in this 
state, also in territory wholly outside this 
state; and whenever it shall come to the knowl- 
edge of the board of railroad commissioners 
either from their own investigation or by com- 
plaint made to them in any manner whatsoever 
that the rates charged by any common carrier 
on interstate business are unjust or unreasonable, 
or that such rates, rules or practices, discriminate 
unjustly against the citizens, industries, or inter- 
ests of this state, or place the citizens, industries 
or interests of this state at an unreasonable dis- 
advantage as compared with those of other 
states, or are levied or laid in violation of the act 
to regulate commerce, or in conflict with the 
rulings, orders, or regulations of the Interstate 
Commerce Commission, it shall be the duty of 
the board of railroad commissioners to immedi- 
ately call the attention of the officials of rail- 
roads operating in this state to the fact and to 
urge upon them the propriety of changing such 
rate or rates, rules or practices. 

“Whenever such rates, rules or practices, are 
not changed or adjusted so as to remove or 
remedy such discrimination within a reasonable 
time, it shall be the duty of the board of railroad 
commissioners whenever it can be legally done, 
to present the facts involved in such discrimina- 
tion to the Interstate Commerce Commission and 
to appeal to it for relief and thereafter, if deemed 
necessary by said board of railroad commission- 
ers, they shall prosecute any charge or charges 
growing out of any such discrimination at the 
expense of the state before said Interstate Com- 
merce Commission.” 

It will be observed that the law quoted limits 
the action of the state commission to rates al- 
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ready in effect. It says nothing about any right 
of the commission to protest against proposed 
rates. And it prescribes the manner in which 
the commission shall proceed to protest to the 
Interstate Commerce Commission in case the 
unfairness complained of is not removed when 
the railroads have been appealed to. The pro- 
cedure as laid down is clear and leaves no justi- 
fication for a campaign at the public expense or 
in any other way against proposed increases or 
changes in rates. 

However, it is not with the letter of the law 
that we are concerned. The law and the citizens 
governed by it may take care of themselves. 
We are only interested in the fact that the com- 
missions of the states having such laws, are not 
only violating the letter of the law, but they 
violate the spirit of it by using large sums of 
the taxpayers’ money to oppose proposed in- 
creases in rates without waiting for the evidence 
as to whether they are fair or unfair and as to 
whether they will affect the commonwealths in 
question beneficially or otherwise. In other 
words, these commissions are appearing through 
their committee, not as representatives of the 
people, merely concerned in watching to see 
whether injustice is done, but as advocates firm 
against any advance. It was so in the eastern 
advanced rate case and is to be the same in the 
western case. The mere fact that increases are 
proposed brings this committee into action and 
the public money is spent in its campaign be- 
cause a certain set of men, perhaps wise and per- 
haps unwise, perhaps fair minded and perhaps 
not entirely so, think the railroads, as a general 
proposition, are earning all the money they 
should be permitted to earn. 


But even if the law permitted the course of 
action described, and even if it were proper in 
itself for members of state commissions to con- 
stitute themselves advocates of one side or the 
other in a proceeding of this character, we should 
still question the propriety of this committee’s 
action. This because certain members of it are 
acting not solely as representatives of the com- 
monwealths of whose commissions they are mem- 
bers, but also as the paid representatives—at 
least we presume they are paid—of certain pri- 
vate interests. We do not mean to say that 
there is anything secret about this representation, 
for it seems open and aboveboard; nor do we 
mean to insinuate that any of the commissioners 
referred to would consciously betray the state. 
But it remains as true now as it ever was that 
a man cannot serve two masters, and one cannot 

(Continued on page 261) 
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CURRENT TOPICS IN WASHINGTON 


Through Routes and Joint Rates. 
—The decision of the Commission in 
the New York Dock Railroad Co.’s 
complaint against the trunk lines, 
considered in connection with the 
opinion in the Bowling Green Packet 
Co. case, comes pretty near indicating 
that the establishment of through 
routes and joint rates is deemed to 
be wholly a matter of discretion to 
be exercised by the Commission. In 
effect, the Commission says there are enough common- 
carrier terminal railroads in Brooklyn to meet the de- 
mands of shippers, therefore no order directing the mak- 
ing of through routes and joint rates will be made. In 
the Bowling Green Packet case, the Commission ordered 
through routes and joint rates on the usual basis of 
water-and-rail rates being differentials under all-rail, al- 
though thereby, if the packet company is controlled by 
the L. & N., the carriers north of the Ohio are directed 
to make arrangements that will force the packet com- 
pany to compete with the through route and joint rate 
arrangement they have with the L. & N. Obviously, when 
Congress changed the law by leaving out the word “sat- 
isfactory” in the section authorizing the Commission to 
establish through routes, it meant to give the Commission 
power to order such arrangements without first solemnly 
declaring that existing through routes are not satisfactory. 
But the decision of the Commission in the dock railroad 
case indicates that it is going to restrain itself just as 
if the law had not been changed. In other words, through 
routes will be ordered only when somebody proves there 
is a necessity for them. 











Panama Canal and Fourth Section.—Men who have 
been considering the fourth section comment on the 
fact that the American ‘government spent half a 
billion, speaking roundly, in the construction of the 
promotion of the general welfare of Americans. Men 
who have been considering the fourth section comment 
on the fact that the American government spent half 
a billion, speaking roundly, in the construction of the 
Panama Canal. It did that on two broad grounds. First, 
to permit the rapid transfer of warships from one ocean 
to the other, and, second, to reduce the cost of trans- 
portation between the Atlantic and Pacific seaboards. 
Coastwise ships have been going through the canal and 
toll money has been coming into the treasury in fair 
volume. But as soon as the coastwise ships became a 
factor in transcontinental rates, the railroads applied for 
and received relief from the provisions of the fourth 
section, especially as to commodities carried in what 
was called in the application “Schedule C.” The effect 
of this relief is to take business from the canal and re- 
duce the treasury receipts at a time when that part of 
the national equipment is as hard up as almost any in- 
stitution that might be named. Thus is presented the 
anomaly of the government, through the War Depart- 
ment, building a canal for the purpose of transporting 
traffic from coast to coast and then having another branch 
of the government grant permission to the railroads to 
take business from the canal by charging lower rates 
at the Pacific terminals than at intermediate points. It 
might be asked as to whether Congress, by means of the 
proviso to the fourth section, intended that the Commis. 
sion should bring about such a condition. The answer 
may well be in the affirmative if lower rates, regardless 
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of whether the canal pays its way, was the only object 
other than a quick way to increase the efficiency of the 
fleet by making possible a quick transfer from one ocean 
to the other. 





Statistics in Western Rate Case.—Clifford Thorne is 
not going to be the only man of figures on the sidé of 
those opposing an advance in western rates. Thus far 
C. W. Hillman and John Paul Muller have been brought 
into the case. They are going to present cost figures; 
that is, figures showing how much it costs the railroads to 
operate trains and to carry certain commodities. They 
have been making figures for the shippers of coal, coke, 
iron ore and pig iron. As to whether figures showing 
the cost of carrying commodities such as packing-house 
provisions, fresh meats, and so forth, will be presented, is 
not definitely known, but it is suspected that, inasmuch 
as the packers protested against increases in rates that 
were higher than the five per cent general advance asked 
for by eastern carriers, and because they protested against 
the advances proposed by the western carriers, they will 
have statistics to present tending to show that the im- 
pression created by the statistics used by the Commis- 
sion in the five per cent case is misleading. That im- 
pression is that the rates on live stock, fresh meats and 
packing-house products do not yield returns commensurate 
with the cost of doing business generally. The packers, 
by means of figures brought into the private car inquiry, 
dispelled, in large part, the popular notion that the 
owners of private cars have a “soft thing” in getting their 
freight hauled in cars provided by them on which the 
carriers pay mileage. 





Railroad Business Conditions.—Are business condi- 
tions from a railroad point of view improving? Frank 
Trumbull, chairman of the C. & O. and M., K. & T., thinks 
they are. He went up to the White House a few days 
ago to thank the President for a letter he wrote in con- 
nection with the five per cent case, in which the Presi- 
dent expressed the hope that the public would realize 
the importance of having the rate question dealt with 
in a broad spirit. He told the newspaper men that the 
feeling is decidedly better, that the railroads are pur- 
chasing needed supplies and making contracts for work 
that should have been done long ago. Improved earnings 
should be shown in the January reports, which will begin 
being made public the latter part of February. 





Spotting Tariffs—The British have a different way of 
dealing with the question of spotting cars. The railroad 
company sets the car on the private track “in the clear” and 
then the owner of the track arranges for the further shunt- 
ing or switching of the car, by mule, his own engine, winch 
and cable or by hiring the motive power of the delivering 
carrier. If the shipper uses the sidetrack of the railroad 
company, he pays for that service, because he has not 
provided himself with a track. If he uses the railroad 
company’s terminals, he pays more than the man who 
provides himself with a track or tracks, making it un- 
necessary for the line-haul carrier to provide such fa- 
cilities. On the British railroads there is a rate for the 
haul between two places designated by definite marks. 
If the shipper does not use the terminals of the carrier 
at either end, he pays less than the man who uses the 


_terminals. “Station service charges” are carried in the 


British tariffs, and the line haul is on a mileage scale, a 
certain rate for shipments in cars owned by the railroad 
company and a lower rate if the trader furnishes his 
o.n “wagons” or “trucks.” a“ BTA: 





DOCK RAILWAY LOSES CASE 


CASE NO. 6389 (32 I. C. C., 568-575) 
NEW YORK DOCK RAILWAY VS. BALTIMORE & OHIO 
RAILROAD CO. ET AL. 

Submitted June 10, 1914. Decided Jan. 19, 1915. 


1. The facts shown of record do not justify compulsory estab- 
lishment of through routes and joint rates between com- 
plainant and its trunk line connections. 

2. Where the portion of the general public involved is ade- 
quately served, where there is no apparent necessity or de- 
mand on the part of shippers for the establishment of 
through routes and joint rates, and where there is absence 
of unjust or umreasonable rates, practices or discrimina- 
tions, the Commission cannot view with favor an effort to 
require the establishment of such routes and rates merely 
to enable a carrier to wrest from its connections or an 
agent to wrest from its principal greater compensation. 


George Weems Williams and William L. Marbury for 
complainant. 

R. W. Barrett for Lehigh Valley Railroad Co. and 
Baltimore & Ohio Railroad Co. 

William Ainsworth Parker for Baltimore & Ohio Rail- 
road Co. 

Ernest S. Ballard for New York Central & Hudson 
River Railroad Co. and West Shore Railroad Co. 

Douglas Swift for Delaware, Lackawanna & Western 
Railroad Co. 

Henry Wolf Bikle for Pennsylvania Railroad Co. 

T. H. Burgess for Erie Railroad Co. 

Cc. L. Andrus for New York, Ontario & Western Rail- 
way Co. 

Report of the Commission. 


CLARK, Commissioner: 

The question here presented is whether or not de- 
fendant trunk lines shall be required to establish in con- 
junction with complainant through routes and joint rates 
on interstate traffic between complainant’s stations on the 
Brooklyn, N. Y., water front and points on defendants’ 
lines in and west of trunk line territory. The contentions 
of complainant rest primarily upon the fact that defend- 
ants do join in such through routes. and joint rates with 
the Bush Terminal Railroad Co. and the Long Island 
Railroad Co., said to be situated as is complainant and 
to be engaged in similar activities, and the complaint is 
that defendants thereby unjustly discriminate against 
complainant. 

For its services to defendants in receiving and deliv- 
ering freight for Brooklyn shippers and receivers com- 
plainant is allowed 4 1-5 cents per 100 pounds on all 
freight, except grain in bulk for track delivery, originating 
at or destined to points west of the western termini 
of the trunk lines, 3 cents per 100 pounds on all freight 
originating at or destined to points on and east of the 
western termini, and 3 cents per 100 pounds on all grain 
in bulk for track delivery. Complainant alleges that al- 
lowances in excess of these sums are paid to the Bush 
Terminal Railroad Co. and the Long Island Railroad Co., 
thus further discriminating against it. Since the com- 
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plaint was filed a reduction has been made in the allow- 
ances to the Bush Terminal Railroad Co., and it is ad- 
mitted in complainant’s brief that in so far as concerns 
the compensation to that company the discrimination no 
longer exists. The allowances made to the Long Island 
Railroad Co. for equivalent services to and from a re- 
stricted terminal area did not heretofore, and do not now, 
exceed those to complainant. 

The question raised by the pleadings of the sufficiency 
of the present compensation to complainant or the divi- 
sions it should receive under any joint-rate arrangement 
was reserved pending decision of the precedent issue. 

The New York Dock Railway, hereinafter called the 
railway, a corporation organized in 1910 under the laws 
of the state of New York, was authorized under a con- 
tract with the city of New York, entered into July 25, 
1912, to operate a railroad for the conveyance of goods, 
wares and merchandise only in the Borough of Brooklyn. 
It acquired by purchase from the New York Dock Co., 
hereinafter referred to as the dock company, certain 
tracks and equipment, both rail and water, and com- 
menced operations as a railway corporation on Oct. 1, 
1912. Its capitalization is $500,000—$450,000 preferred 
stock and $50,000 common stock. No stock has been 
issued except $3,000 preferred stock, all of which is owned 
by the dock company. Only the common stock has voting 
power, and defendants point out that, in so far as the 
law is concerned, complainant is legally uncontrolled. 


For a number of years the Brooklyn Wharf & Ware- 
house Co. was the owner and lessee of various premises 
in the city of Brooklyn fronting on the East River and 
lying between Catherine Ferry and Gowanus Bay, upon 
which were warehouses, bulkheads, docks, piers, float 
bridges and various tracks. It also owned and operated 
locomotives, floats, lighters and barges necessary for the 
receipt and delivery of freight, and for the carriage 
thereof between its premises and the terminals or freight 
stations of the trunk lines on the opposite shores of 
New Jersey, Staten Island and Manhattan Island. The 
dock company was incorporated in 1901, and thereupon 
took over and operated these properties, the plant of 
what is now the railway comprising the then railroad 
department of the dock company. As at present consti- 
tuted, the dock company owns or leases lands both under 
water and upland lying between Brooklyn Bridge and Erie 
Basin, a distance of upward of two miles, including those 
upon which the tracks and appurtenances of the railway 
are laid, a number of storage warehouses and several 
buildings leased to private parties for manufacturing 
purposes. Its activities are those of warehouseman and 
wharfinger. It does not itself engage in any manufac- 
turing or mercantile business, and ships only such sup- 
plies as are necessary for the maintenance of its property. 
The property is divided into three disconnected units 
known as the Fulton, Baltic and Atlantic terminals. These 
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are separated by water, all interchange between them be- 
ing accomplished by means of float bridges, floats and 
tugs. On these three sections of shore front the railway 
has tracks, including so-called main lines, each entirely 
separated from the other, yards and sidings or spurs, ap- 
proximating 51,200 feet in length. 

None of the tenants or lessees of the dock company 
owns any of the stock of that company or of the railway, 
nor does any of them hold any office pertaining to the 
management or direction of the affairs of either organ- 
ization. Most of the directors of the railway are officers 
of the dock company, and the principal officials of the 
two organizations are the same, but the general manager 
and subordinate officers and clerks of the railway have 
nothing to do with the business of the dock company. 

As of June 30, 1913, the dock company’s capital stock 
and bonds authorized and issued, together with surplus 
account, including the railroad department, were approxi- 
mately $30,000,000. 

The property transferred by the dock company to the 
railway under a bill of sale subject to certain mortgages 
held by the United States Mortgage & Trust Co. included 
all of the personal property previously used in and about 
the operation of the former’s steam locomotives, steam 
tugs, railroad floats, rails and ties, and all other equip- 
ment and appurtenances thereto. The transfer so made 
was in consideration of $1 in hand paid to the dock 
company, and there is a further agreement on the part 
of the railway to pay to the dock company upon release 
of the lien of the mortgages a sum equal to the appraised 
value of the property. There is also a contract for con- 
veyance of right-of-way under which the. railway is 
authorized to run and keep its equipment over and upon 
the terminals, right-of-way, float bridges and appurte- 
nances of the dock company, and in the conduct of the 
railroad business to use all of the necessary terminal 
property of the dock company and the land upon which 
the tracks are laid, the railway obligating itself to main- 
tain the properties in good and safe condition, to pay 
all taxes and to pay semi-annually to the dock company 
all of the net earnings of the railway after deducting 
therefrom amounts sufficient to pay dividends at the rate 
of 6 per cent per annum upon the outstanding shares of 
stock of the railway, and a reasonable amount of reserve 
for maintenance, depreciation and other purposes. It is 
significant, in connection with the later discussion of the 
case, that this instrument in referring to the operations 
taken over by the railway designates the business then 
conducted by the dock company as that of “wharfinger 
and storage and warehousing and the receiving of freight 
as agent for various railroad corporations.” 

As has been noted, the railway does not own any 
of the lands devoted to its uses, and the properties turned 
over to it by the dock company are all held under a 
promise to pay, which is as yet unfulfilled. It has ex- 
pended some $200,000 for improved facilities and equip- 
ment. It receives and delivers carload and less-than-car: 
load freight for occupants of the factory buildings and 
tenants of the storage houses located on the dock company’s 
property, and for various shippers located off the dock 
company’s property in Brooklyn and in Manhattan. More 
than 50 per cent of the traffic handled by the railway is 
for the general public as distinguished from tenants and 
lessees of the dock company. 

Directly adjoining complainant on the north lies the 
property of the Jay Street Terminal Co., with a public 
station for the receipt and delivery of Brooklyn freight. 
Beyond this is the Brooklyn eastern district terminal, 
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comprising considerable trackage, various freight houses 
and other buildings. The Pennsylvania Railroad has a 
terminal sandwiched into the Brooklyn eastern district 
terminal, at which considerable of its business is handled. 
Between the Jay street terminal and the Brooklyn east- 
ern district terminal are the Wallabout terminal of the 
Delaware, Lackawanna & Western Railroad, with tracks, 
freight houses and other facilities and a number of ex- 
tensive warehouses, and other independent water-front 
facilities, devoid of tracks, but handling Brooklyn freight 
to and from car floats and barkes through warehouses 
and across wharves. On the south is the Twenty-fifth 
street terminal, owned or controlled by the Delaware, 
Lackawanna & Western Railroad Co., which is equipped 
with freight houses and other facilities. Beyond this lies 
the Bush Terminal Co. and the Bush Terminal Railroad, 
which maintain facilities and conduct operations distinctly 
analogous to those of complainant. All of these terminals 
are more or less accessible to and are used to a greater 
or less extent by a large majority of the Brooklyn ship- 
pers who are claimed as patrons by complainant. While 
complainant’s stations and yards are more convenient to 
many of them, there are comparatively few who are en- 
tirely dependent upon complainant’s services. 

In general terms complainant’s business consists in 
receiving from the trunk lines at their terminals on the 
New Jersey shore and on Manhattan Island carload and 
less-than-carload freight, which is transported on com- 
plainant’s car floats to float bridges at its docks or piers 
and thence handled over its rails to storage warehouses 
and factory buildings and to its team tracks and public 
delivery depots for distribution -to consignees in Brooklyn 
located both on and off the property of the dock company, 
and similarly in receiving at its depots, yards and sidings 
from Brooklyn shippers carload and _ less-than-carload 
freight which is delivered to the trunk lines on float 
bridges at their terminals. These operations are con- 


ducted under contracts of practically uniform substance : 


and purport made by the trunk lines with complainant’s 
predecessors, the Brooklyn Wharf & Warehouse Co. and 
the dock company referred to in this paragraph as the 
terminal company, all of which provide for the allowances 
hereinbefore named in consideration of the use by the 
trunk lines of the facilities of the terminal company and 
the receipt, transportation and safe delivery by the latter 
of freight from and to the trunk line terminals and the 
premises of the terminal company. Liability for east- 
wardly bound cars of the trunk lines and the property 
contained therein is laid upon the terminal company from 
the time of their release by the trunk lines until the 
property has been delivered to or accepted by consignees 
and the cars, empty or loaded, have been returned to the 
trunk lines’ float bridges. In like manner responsibility 
for westwardly bound property rests with the terminal 
company from the time it is received from the consignors 
until, loaded in cars, it has been delivered to the float 
bridges of the trunk lines. Under the contracts authority 
is given the terminal company to issue bills of lading of, 
and to collect freight and other charges for, the trunk 
lines, and it is obligated to put in force the customary 
car-service regulations of the trunk lines, remitting to 
the latter 50 per cent of all sums collected under such 
regulations. No such contracts have been entered into 
since the railway began business, and those made with 
its predecessors are subject to termination on from 30 
to 90 days’ notice from either party to the other given. 

Complainant issues no bills of lading of its own, and 
in rendering freight bills, in receipting for charges paid 
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to it, and in sending notices of arrival of freight, it uses 
the forms of’ the trunk lines. It neither publishes and 
files nor participates in any interstate tariffs, its stations 
being designated in the tariffs of the trunk lines as sta- 
tions to and from which the latter hold themselves out as 
common carriers. It operates no passenger service and 
pays no per diem on foreign cars while in its possession, 
as is the custom between carriers. It offers its services 
to the public in general, and engages in the transportation 
of property for hire, using its own locomotives, tugs and 
floats, but in every case the cars of connecting carriers. 
Its status is in all essential things the same as that of 
similar terminal facilities in this immediate locality which 
were considered by the Supreme Court in 231 U. S., 274. 


Defendants’ position is that complainant is not a com- 
mon carrier within the meaning of the act, but is a mere 
plant facility of the dock company and a terminal agent 
for the trunk lines. They conceive this proceeding to be 
an effort to enhance the value of the dock company’s hold- 
ings and contend that the incorporation of the railway 
and the divorcement of the railway operations and prop- 
erties from the dock company’s main business of wharf- 
inger and warehousing and factory leasing in no way 
changed the conditions theretofore existing, the nature 
of the service rendered, or the vital elements to be con- 
sidered here. They maintain that because of what they 
term complainant’s capacity as an indefinite and uncer- 
tain corporate organization, the separated physical oper- 
ating units and the absence of certain incidents which 
in the ordinary course of dealings with others marks a 
railroad as such, complainant cannot and should not be 
recognized in the intimate relationships usual between 
responsible common carriers. 

Complainant likens its status to that of the defend- 
ants in United States vs. Union Stock Yard, 226 U. S., 
286, and, relying upon Truckers’ Transfer Co. vs. C. & 
W. C. Ry. Co., 27 I. C. C., 275 (The Traffic World, June 
»28, 1913, p. 1892); Murray Lighterage & Transportation 
Co. vs. D. & H. Co., 25 I. C. C., 388 (The Traffic World, 
Jan. 4, 1913, p. 67), and other cases, claims for itself all 
the common-carrier attributes underlying the right to the 
benefits of the Act to regulate commerce. 

On these premises is complainant entitled to an order 
requiring the establishment of joint rates? The law does 
not require us to establish through routes and joint rates 
in all instances where carriers have neglected to refused 
to do so, but does empower us to do so in proper cases, 
with the manifest intent of giving effect to the general 
purposes of the act by securing reasonable facilities to 
the public and preventing unreasonable and unjust rates, 
practices and discriminations. Where neither the interest 
of the public nor the ends of justice as between parties 
directly interested will be promoted by such establishment, 


a proper case for the exercise of the authority invoked has | 


not been shown. Loup Creek Colliery Co. vs. V. Ry. 
Co., 12 I. C. C., 471-477. Each case must be tested by the 
needs and convenience of the community served, and the 
Commission will give heed to the peculiar facts of the 
case in the exercise of its discretionary power. 


That this invests the Commission with discretionary power 
and was so intended, cannot be seriously doubted. Not only 
is the grant of authority permissive in form but the entire 
paragraph contemplates the exercise of judgment upon the facts 
disclosed, and implies the right and duty of the Commission to 
order or decline to order joint rates, as the circumstances and 
conditions developed in each inquiry may seem to require. 
(Tuckers’ Transfer Co. vs. C. & W. C. Ry. Co., supra.) 


The Commission will exercise the power to prescribe 
joint rates whenever and only where the circumstances 
and conditions of the case clearly warrant it. Even 


Vol. XV, No. 6 


though it be shown that a railroad is a common carrier 
it may be that the purposes of the act will not be sub- 
served, but be defeated, by the establishment of joint 
rates with it. McCloud River Lumber Co. vs. S. P. Co., 
24 I. C. C., 89 (The Traffic World, June 22, 1912, p. 1258). 

We have seen that the major part of the general pub- 
lic in an extensive area in Brooklyn which is served by 
complainant can and does also make use of the Bush 
terminal, the Jay street terminal, and other terminals. 
With the exception of one witness, conducting a lumber 
business at a point directly adjacent to complainant’s 
terminal, who bore testimony to the greater convenience 
and value to him of complainant’s service, no shipper or 
receiver of freight appeared at the hearing, and nothing 
of record convinces us that there is a demand on the 
part of the shipping public for any other or different 
arrangement than that now existing, or that the denial of 
complainant’s prayer will circumscribe their business or 
work injury thereto in any form. There is no allegation 
that any rate or charge paid by shippers or receivers of 
freight is unreasonable. Flat New York rates are ap- 
plied to and from complainant’s stations, and no lower 
rates are given to or from other terminals similarly sit- 
uated and operating with the trunk lines under the same 
relation of agent and principal. In view of this no unjust 
discrimination appears., 

Complainant frankly states that it is invoking the 
Commission’s aid to secure joint rates to the end that 
defendants, should they persist in their present attitude, 
may be compelled to increase the allowances now made 
to complainant, which allowances are alleged to be in- 
adequate, notwithstanding they are the same in amount 
as those made to the Bush Terminal Railroad, the Long 
IsIand Railroad, the Jay street terminal and the Brooklyn 
eastern district terminal for substantially equivalent serv- 
ices. It is apparent, therefore, that the desire for joint 
rates is merely incidental and is not based upon nor pro- 
voked by public demand. 

On traffic interchanged by the trunk lines with the 
Bush Terminal Railroad which originates, or is consigned 
for delivery, at South Brooklyn Railway stations, allow- 
ances are made by defendants of from 11 cents per 100 
pounds first class down to 5 cents per 100 pounds for 
grain and grain products, carloads. These not only re- 
munerate the Bush Terminal Railroad for its lighterage 
and rail services, but include the amounts paid to the 
South Brooklyn Railway for its rail service to its various 
interior stations. Complainant avers that it is denied 
participation in this South Brooklyn Railway traffic 
through refusal of defendants to make a like arrange- 
ment with it, but we are afforded no information which 
indicates that the present arrangement is not fully ade- 
quate and wholly satisfactory to the South Brooklyn Rail- 
way and to the shippers and receivers located thereon. 

Complainant contends that even though there may no 
longer exist unjust discrimination in the compensation 
paid to the Bush Terminal Railroad or the Long Island 
Railroad and to itself, nevertheless, through the continu- 
ance of joint rates with them, the two former are still 
unlawfully preferred to complainant’s disadvantage. 

However, since complainant receives the same com- 
pensation from defendants that is accorded the other 
terminals similarly situated and performing the same 
service, and as no apparent hardship results from the 
participation in joint rates in the one case and the with- 
holding of joint publication in the other, there is here 
no proper case for the application of corrective measures. 

Where there is no apparent necessity or demand on 
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the part of shippers for the establishment of through 
routes and joint rates, and where there is absence of 
unjust or unreasonable rates, practices or discriminations, 
we cannot view with favor an effort to require the estab- 
lishment of such routes and rates merely to enable a 
carrier to wrest from its connections, or an agent to 
wrest from its principal, greater compensation. 
An order will be entered dismissing the complaint. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


SHIPPER’S NAME ON FREIGHT BILL 


CASE NO. 6232 (32 I. C. C., 576-577) 
MICHIGAN STEEL BOAT CO. VS. MICHIGAN CENTRAL 
RAILROAD CO. ET AL. 


Submitted June 10, 1914. Decided Dec. 2, 1914. . 
Failure of carrier to state the name of the shipper in its freight 
bills found to be an unreasonable practice. 


B. D. Blain for complainant. 
J. J. Danhof, Jr., for Michigan Central Railroad Co. 


Report of the Commission. 


BY THE COMMISSION: 

By its complaint, filed Oct. 16, 1913, complainant, a 
corporation engaged in the manufacture of power launches 
and combustion engines at Detroit, Mich., alleges that 
storage charges amounting to $6, collected by defendant 
Michigan Central Railroad Co., were unreasonable in that 
the necessity for the storage of the shipment for which 
the charges were assessed resulted from the failure of 
that carrier to furnish complainant the name of the ship- 
per when the shipment was tendered for delivery, com- 
plainant refusing for that reason to accept the shipment. 
Complainant prays that defendants be required in future 
to state in their “waybills” the name of the consignor 
and the point of shipment. Complainant also asked for 
reparation, but that claim was waived upon the hearing. 

The shipment in question consisted of a crated en- 
gine weighing 825 pounds, which was shipped on Oct. 16, 
1912, from Standing Stone, Pa., to Detroit, Mich., via the 
Lehigh Valley and Michigan Central railroads, defendants 
in this complaint. The shipment was consigned to the 
Detroit Engine Works, which is the trade name of com: 
plainant’s selling department, and was tendered to com: 
plainant by the delivering agents of the Michigan Central 
Railroad Co. on Oct. 30, 1912. Complainant refused to 


accept the shipment upon the ground that the name of 


the shipper was not stated in the freight bill which ac- 
companied the shipment, or otherwise shown or stated. 
Thereafter, on Nov. 1, 1912, the delivering carrier sent 
complainant a written notice of the arrival of the shipment, 
but that notice, like the freight bill which accompanied the 
shipment at the time delivery was tendered, failed to state 
the name of the shipper. Upon complainant’s refusal to 
accept the shipment until the name of the consignor 
should be ascertained and furnished to complainant, the 
shipment was placed in storage, and at the request of 
complainant the carrier traced the shipmieuwt and ascer- 
tained the name of the consignor, which was furnished 
to complainant more than two months after the shipment 
was originally tendered. When the shipment was finally 
accepted, storage charges had accrued and were collected. 

It appears from the record that the waybill received 
oy the Michigan Central Railroad Co. from the initial 
carrier did not state the name of the shipper. It is due 
the initial carrier, however, to state that this seems to 
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haye resulted from the fact that the waybill had been 
mutilated. It is testified that it is not the custom of 
the Michigan Central Railroad Co. to show the name of 
the shipper on its freight bills which accompany ship- 
ments tendered to complainant for delivery or on notices 
of the arrival of shipments. As complainant ships en- 
gines from its factory on 15 days’ trial, and many of the 
shipments consigned to it are returned engines found 
unsatisfactory or forwarded for repairs, it is important 
that complainant should know the name of the consignor 
when the shipment is tendered for delivery, and confusion 
and loss of business have resulted from the failure of 
the delivering carrier to furnish that information. Of 
course, where the shipment has moved over more than 
one line, the only source of information as to. the name 
of the shipper which the delivering carrier ordinarily has 
is the waybill, and if that information is not furnished 
by the waybill it cannot be given to the consignee. 

It may be that in the case of shipments reconsigned 
in transit by the original consignee the ultimate consignee 
is not entitled to demand that the delivering carrier shall 
furnish him the name of the original consignor. Since 
the filing of this complaint the Commission has concluded 
an investigation into the practices of carriers in respect 
to the issuance of freight bills and receipts, and in its 
opinion and report thereon has made recommendations 
which, if adopted by the carriers, will, we believe, go far 
to prevent a recurrence of the difficulties here complained 
of. In the Matter of Freight Bills, 29 I. C. C., 496 (The 
Traffic World, March 7, 1914, p. 466). 

The defendants will be expected in the future, there- 
fore, as to straight consignments, to state in their way- 
bills and freight bills the name of the shipper. If any 
further difficulty be experienced by complainant, the mat 
ter may again be brought to our attention. With that 
understanding the instant complaint is dismissed without 
prejudice. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


CAR-FERRY ALLOWANCE AT CHE- 
BOYGAN 


1. AND S. NO. 400 (32 I. C. C., 578-581) 


Submitted Dec. 14, 1914. Decided Jan. 12, 1915. 


The cancellation by carriers of tariffs oye for certain car- 
ferry allowances at Cheboygan, ich., is permitted 


M. D. Olds for protestant, in person. 
D. P. Connell for Michigan Central Railroad Co. 
G. L. Wakeman for Detroit & Mackinac Railway Co. 


Report of the Commission. 
HARLAN, Chairman: 

The tariffs under investigation here were filed by the 
Detroit & Mackinac Railway Co. and the Michigan Cen- 
tral Railroad Co. and provide for the discontinuance of 
certain car-ferry allowances to the protestant, M. D. Olds, 
who for nine years has been manufacturing lumber and 
forest products at Cheboygan, in the state of Michigan, 
and for six years has been receiving such allowances. 
His plant is not on a railroad; it was located on the east 
side of the Cheboygan River by a former owner about 35 
years ago and before any railroad had been built into 
Cheboygan. The two lines afterward constructed and 
now operated by the respondents run into that point 
along the west bank of the river. In order to reach by 
rail points to which his products cannot be carried by 
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water, the protestant and the carriers entered into nego- 
tiations which resulted in 1909 in the publication by the 
latter of tariffs providing allowances to the protestant 
to cover his expense in transporting the products of his 
mill from the east side of the river to the rails of the 
respondents on the west side. The tariffs first published 
by the carriers provided allowances to the protestant 
for floating his lumber and forest products across the 
river to a point where they could be loaded into cars 
standing on the tracks of the respondents; later the car- 
riers published the tariffs now in effect providing allow- 
ances of $5 a car on lumber and $3.75 a car on forest 
products, including bark, cooperage stock (staves, head- 
ings and hoops), hoop poles, hop poles, lath, paving 
blocks, pickets, piles, poles, posts, shingles; trap net stakes 
and railroad ties loaded in or on cars and delivered by 
car ferry to the respondents either for carriage to Bay 
City, in the same state, or to points beyond. These al- 
lowances were meant to be payable to the protestant only, 
as he alone was so situated as to be able to receive them. 

In the beginning the protestant used a lighter for 
moving his mill products across the river; later he 
equipped himself, in compliance with the changes in the 
tariffs above described, with a car ferry having capacity 
for two cars. This boat is pulled back and forth across 
the river, a distance of 350 feet, by means of a cable 
lying on the bed of the river and a steam engine on the 
boat. The protestant owns the equipment, and in its 
erection and maintenance he has expended approximately 
$5,000. At his expense he built the approaches and con- 
nections with the rails of the respondents. The mainte- 
nance and operation of the car ferry have cost him more 
than the amount of the allowances received by him. The 
tracks on his own side of the river are owned by the 
protestant and are on his land; the cars are handled on 
that side by horses; the tracks on the west side of the 
river are owned jointly by the carriers, although they 
are on land owned by the protestant and by him leased 
to the carriers; on that side the cars: are handled by a 
steam hoist. Besides the use made of the latter tracks 
for the protestant’s traffic, they are put to other uses by 
the respondents. 

The protestant publishes no tariff and makes no re- 
port to any public officer repecting the operation of his 
ear ferry. He has a competitor operating a sawmill on 
the west side of the river with a plant reached directly 
by the railroads; the allowances do not put the protestant 
on a shipping equality with this mill. Ninety-five per 
cent of his traffic moves by water, and he uses the rail- 
roads chiefly for shipments to inland points, to which 
the shipments must necessarily move by rail or not at all. 

Since 1909 some 2,763 carloads of lumber and forest 
products of the kind designated in the tariffs, 651 car- 
loads of forest products not specifically named in the 
tariffs, and 46 carloads of steel rails and hay have been 
transported across the river by the protestants. Only 
a small portion of this traffic has moved to interstate 
points; on some of it no allowances have been paid by 
respondents because of restrictions in the tariffs; most 
of it has been transported across the river by protestant 
for himself, although some of it has been handled by him 
for others. 

For the transportation of forest products not spe- 
cifically designated by the tariffs and carried across the 
river for other shippers, the protestant has made a charge 
equal to the allowances; for traffic transferred across the 
river for others, on which allowances have been payable 
by the respondents under their tariffs, he has made no 
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change; the transportation for others has amounted to 
but 15 to 20 per cent of the total traffic over the ferry. 
There are no other sawmills on the east side of the river, 
but on account of spasmodic lumbering in that locality 
induced by forest fires, some lumber and forest products 
have been transported on the ferry for others. His actual 
receipts from the respondents have been, on 602 cars 
of lumber, $3,010, and on 1,011 cars of forest products, 
$3,791.25, a total of $6,801.25 on 1,613 cars. 

Until recently the protestant operated a railroad to 
his timber on the east side of the river for the purpose 
of hauling his own logs only. At the request of the state 
railroad commission he filed a tariff specifying charges 
for the transportation of lumber and forest products in- 
cidentally handled for others. But the allowances in 
question here were not made to cover any part of the 
transportation of logs to the mill. ‘ 

The protestant and one of the respondents, the De- 
troit & Mackinac Railway Co., entered into a contract in 
1910 for the transportation of lumber and forest products 
across the river from a certain lumbering plant in a 
region subject to forest fires on the east side of the river, 
which was to be operated for a certain term of years, but 
was in actual operation about one year only. The con- 
tract provided for payments by that carrier to the pro- 
testant for lighterage on the Cheboygan River. Whatever 
may be the legal obligations created and existing by 
force of this contract, it is evidently not comprehended 
within the issues in this proceeding; we are here to de- 
cide only such questions as are raised on the record with 
reference to the right of respondents to file certain tariffs, 
and cannot undertake to adjudicate upon any contractual 
rights as between the protestant and one of the respond- 


ents. 

The respondents say that they have sought to dis- 
continue these allowances for two reasons: First, be- 
cause, under the decisions of the Commission, the pay- 
ment thereof is unlawful; secondly, because they desire 
to conserve their revenues and, as a matter of financial 
policy, are cutting off allowances of this kind. Protestant 
contends that the payment of these allowances is lawful; 
that his disadvantages and the advantages of his com- 
petitors ought to be equalized by the carriers; that this 
can be done by them without financial loss, and that the 
discontinuance of the payments will result in large finan- 
cial loss to him. No other questions of discrimination are 
presented on the record. 

Had these allowances not been published by the re- 
spondents, it is not contended that we could enforce their 
payment, or that, if we could, we ought to do so; it is 
not alleged that any legal duty rested upon respondents 
to establish such allowances. It must be admitted that 
there was no provision of law requiring them to be paid. 
Considered most favorably to protestant’s contentions, 
upon the assumption that such a payment may lawfully 
be made, these allowances would still at best be nothing 
more than a venture by respondents in traffic policy or 
expediency to meet water competition and increase their 
business. They were voluntarily paid by respondents to 
effect a business gain for them; they resulted, so far as 
protestant is concerned, in relieving him of an expense 
which otherwise he would have been compelled to meet 
as a part of the cost of carrying his products to the point 
where rail facilities were available. Accordingly, the 
payment of these allowances was subject to be discon- 
tinued within the desire and discretion of the carriers in 
contemplation of their own interests and profits. 

It is clear, we think, that respondents should not be 
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and cannot be compelled to pay these allowances. The 
order will provide for vacating the order of suspension. 





‘ ORDER. 

It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the operation 
of said schedule be, and they are hereby, vacated anu 
set aside. 

It is further ordered, That a copy hereof be forthwith 
served upon the carriers respondent herein, parties to 
said schedules, and that a copy hereof be filed with said 
schedules in the office of the Commission. 


STATE COMMISSIONERS AND RATE 
ADVANCES 


(Continued from page 254) 





serve the public efficiently and fairly, if he has 
a private client employing him to take a cer- 
tain view and to make a certain kind of fight. 
In this particular case it might be said that the 
private interests are an afterthought and that 
they really would have no need to retain the 
commissioners referred to since the latter are 
already firm in their conviction against any ad- 
vance, but cause and effect are likely to become 
mixed and it would be better to have no question 
of motives. 

The state commissions represent the taxpay- 
ers—the railroads as well as the shippers. They 
are where they are to see justice done and not 
to spend the money of the state, a large part of 
which is contributed by the railroads themselves, 
to fight anything the railroads propose before lis- 
tening to the evidence in the case. Perhaps the 
lawmakers had this in mind when they provided 
that the state commission might protest only 
after the rates had gone into effect. The atti- 
tude of these commissions is too much like that 
of the hired attorney who fights only his client’s 
case. He is not there to see justice done or the 
law administered with fairness. He is there to 
win for his client. But his attitude is under- 
stood and therefore justified. He is not supposed 
to be acting as the representative of a community 
of which even his opponent is a part. 

So we could wish that the state commissions, 
which made such a fight in the eastern case and 
are preparing to continue it in the western case, 
could divest themselves of the suspicion of bias 
that attaches to them by reason of their private 
affiliations as well as their apparently one-sided 
view. We have no wish that the law should be 
applied in such a way as to keep them out of 


the hearing, but we wish they could be there 


merely as the representatives of their states, 
to listen to the evidence calmly and fairly with 
no preconceived notions of what ought or ought 
not to be done, to present anything they may 
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have to say on any phase of the case where the 
interests of their states are involved, and to 
lend their influence to a fair and proper solution. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
January 31, in I. and S. No. 585, the Commission sus- 
pended from January 31 until May 31 item 225-B, Sup. 
12, to Toledo, St. Louis & Western I. C. C. A-376. The 
suspended item cancels a switching rate of 10 cents per 
net ton, minimum charge $2, maximum $4 per car, for 
movement of grain at Ridge Farm, IIl., between connec- 
tion with the Big Four Railroad and a certain elevator 
at that point. The proposed charge for such switching 
is 2.3 cents per 100 pounds. 


January 31, in I. and S. No. 586, the Commission 
suspended from January 31 until May 31 schedules in 
Sup. 1 to Washburn’s I. C. C. 136. The schedules cancel 
through joint rates applicable on grain and other com- 
modities from Ohio and Mississippi River crossings to 
Tampa, Fla., via New Orleans and the Gulf & Southern 
Steamship Co. The present rate on grain, carloads, from 
St. Louis, Mo., to Tampa via this route is 26 cents per 
100 pounds. The proposed combination rate is 22 cents 
per 100 pounds. 


January 31, in I. and S. No. 587, the Commission 
suspended Magnolia Pipe Line I. C. C. No. 3 from Feb- 
ruary 1 to June 1. The tariff increases rates on crude oil. 

February 1, in I. & S. No..588, the Commission sus- 
pended from February 1 until June 1, the following tariffs: 
Illinois Central, Sup. 4 to I. C._C. No. A-4171; The Yazoo 
& Mississippi Valley, Sup. 4 to I. C. C. No. 704. 

The supplements withdraw commutation tickets be- 
tween points on lines of issuing carriers for 30-ride family 
tickets, good one year between stations not over 75 miles 
apart (except to or from New Orleans). The rate is 
twenty times the first-class limited, one-way fape, mini- 
mum $3. Fifty-four-ride individual tickets, limited to calen- 
dar month, are now sold on the mileage basis, which varies 
from 69 cents per mile to 2 cents per mile. Commutation 
fares to and from New Orleans are provided for on the 
somewhat different basis. On and after February 1, the 
first-class, one-way fare will become applicable. 


January 29, in I. and: S. No. 523, the Commission fur- 
ther suspended from January 29 until July 29 schedules 
in the following tariffs: 

Atchison, Topeka & Santa Fe—Sup. 8 to I. C. C. No. 
6726. 

Butte, Anaconda & Pacific—I. C. C. No. 24. 

Central of Georgia—Third Revised Page 151% of 
I. C. C. No. 1294. ; 

Charlotte Harbor & Northern—I. C. C. No. 67. 

Chicago, Ottawa & Peoria—Sup. 1 to I. C. C. No. 15. 

Chicago, St. Paul, Minneapolis & Omaha—Sup. 2 to 
I. C...C.. No. 3861. 

Colorado Midland, Geo. E. Vallery, receiver—Sup. 4 
to I. C. C. No. 342. 

Cooperstown & Charlotte Valley—Sup. 2 to I. C. C. 
No. 100. 





Cumberland Valley—I. C. C. No. 2146. 

Delaware & Hudson—Sup. 2 to I. C. C. No. 11658. 

Denver & Rio Grande—Sup. 4 to I. C. C. No. 2407. 

Elgin, Joliet & Eastern—Sup. 2 to I. C. C. No. 1432. 

Fort Dodge, Des Moines & Southern—Sup. 1 to I. C. C. 
No. C-15. 
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Grea\ Northern—Sup. 3 to G. N. Ry. I C. C. No. 
A-3688. 

Georgia Southern & Florida—Sup. 4 to I. C. C. No. 
642. 

Illinois Central (southern lines)—-Yazoo & Mississippi 
Valley—Sup. 1 to I. C. C. No. 4939, Sup. 4 to I. C. C. 
No. 4940. 

Iowa & Illinois—Sup. 1 to I. C. C. No. 13. 

Lehigh & New England—L. & N. E. R. R. I. C. C. 
No. A-3029. 

Lehigh Valley—Tariff I. C. C. No. F-17. 

Minneapolis, St. Paul & Sault Ste. Marie—Sup. 1 to 
I. C. C. No. 3200. 

Missouri Pacific; St. Louis, Iron Mountain & Southern 
—Sup. 1 to I. C. C. No. A-2575. 

Oregon Short Line—I. C. C. No. 1955. 

St. Johns River Terminal—Sup. 2 to I. C. C. No. 7. 

Staten Island Rapid Transit—I. C. C. No. 1052. 

St. Louis Southwestern—Sup. 1 to I. C. C. No. 3312. 

Toledo, Peoria & Western—Sup. 1 to I. C. C. No. 1114. 

Wabash, Edward B. Pryor, receiver—Sup. 3 to I. C. C. 
No. 3604. 

Washington, Baltimore & Annapolis Electric—I. C. C. 
No. 55. 

Griffiin—Sup. 3 to I. C. C. No. 15. 

Pontius—I. C. C. No. 4. 

The suspended schedules increase the demurrage 
charge upon perishable freight in refrigerator cars, the 
operation of which was originally suspended from October 
1 and later dates until January 29. : 

February 4, in I. and S. No. 527, the Commission fur- 
ther suspended from February 12 until August 12 sched- 
ules in the following tariffs: \ 

Alabama & Vicksburg—Sup. 4 to I. C. C. No. 2665. 

Illinois Central (the Yazoo & Mississippi Valley)— 
Sup. 13 to I. C. C. No. 4889, Sup. 14 to I. C.'C. No. 4889. 

New Orleans & Northeastern, Alabama & Vicksburg— 
I, C. C. No. 2738. 

New Orleans, Mobile & Chicago, W. F. Owen, receiver 
—I. C. C. No. 755. 

The Yazoo & Mississippi Valley (Illinois Central)— 
Sup. 13 to I. C. C. No, 4781. 

Anderson—Sup. 35 to I. C. C. No. 12. 

Emerson—Sup. 22 to I. C. C. No. 14, Sup. 13 to I. C. C. 
No. 15. 

Washburn—Sup. 23 to I C. C. No. 103, Sup. 23 to 
L..C.. G. Me... 134. 

The schedules increase rates on scrap iron, carloads, 
from New Orleans and other points to Chicago and to 
various other destinations. They were originally sus- 
pended from October 15 until February 12. 


COAL RATE ARGUMENT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Boat lines and receivers of coal by boat lines from 
piers at Philadelphia, Wilmington, Del., and Baltimore 
made vigorous protest, at the argument on February 4, 
in I. and S. No. 475, against the proposal of the railroads 
to increase the “inside the capes” or “harbor delivery” 
rates on coal at those places. 

At each of those places the railroads make a “harbor 
delivery” or “inside the capes” rate 25 cents a ton less 
than the rate for track delivery. The object in doing 
that is to cover the cost of taking coal over their piers, by 
barge, to points inside the Delaware and Chesapeake 
capes, transporting it to those points and delivering it 
to consuming steam plants. At Baltimore the “track de- 
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livery” rate is $1.60. The allowance of 25 cents brings 
the “harbor” rate down to $1.35. 

The proposal now is to cut the allowance of 25 cents 
for boat carriage and discharge from 25 to 18 cents, the 
result being 7 cents a ton more for the rail carriers 
bringing soft coal from the Clearfield and Cumberland and 
Piedmont regions. The justification for that cutting was 
undertaken by W. A. Parker for the B. & O. and George 
Stuart Patterson for the Pennsylvania. Mr. Parker said 
that unless the B. & O. make such an allowance for boat 
delivery, it could get no business for mines on its roads 
from consumers situated on the tracks of the Pennsyl- 
vania or other roads, and vice versa. 

The other side of the case was presented by W. A. 
Glasgow, Robert Jenks, Charles McKeehan and Ralph N. 
Kellam, who contended that the cost of carriage and dis- 
charge from boats or barges is fully 25 cents a ton, and 
that if the increase in the harbor rate is allowed it 
means either the squeezing of the boat lines or the lessen- 
ing of competition between the mining regions for the 
business of consumers of coal situated in such positions 
as to avail themselves of either all-rail or rail-and-boat 


delivery. 


DECEMBER OPERATIONS 


The first summary of operations in December of roads 
with operating revenues exceeding one million dollars a 
year was made public by the Commission February 2. 
The reporting roads have a mileage of 133,064. 

For the country as a whole the operating revenues fell 
from $129,726,215 to $113,157,192. The operating expenses 
fell from $94,010,888 to $83,564,478, causing the net operat- 
ing revenue to fall from $35,715,327 to $29,592,714, or from 
$317 to $260 a mile. 

In the eastern district the operating revenues fell 
from $44,943,186 to $38,783,961. The operating expenses 
fell from $35,986,800 to $32,210,936, causing a decline in 
the net revenue from 8,956,386 to 6,573,025, or from 388 
to 284. 

In the southern district the operating revenues fell 
from $33,603,428 to $27,810,750. The expenses declined from 
$23,251,883 to $19,793,243, causing a fall in the net from 
$10,351,545 to $8,017,507, or from $323 to $248 per mile. 

In the western district a decline in the gross revenues 
was from $51,179,601 to $46,562,428. Expenses declined 
from $34,772,205 to $31,560,299, causing a fall in the net 
from $16,470,396 to $15,002,182, or from $285 to $257 per 
mile. 

For the six months ending with December the gross 
revenues for the country as a whole fell from $842,080,679 
to $764,614,848. In the same period the expenses were re- 
duced from $586,271,170 to $530,783,082, causing a decline 
in the net operating revenue from $255,809,509 to $233,826,- 
766, or from $2,276 to $2,061 a mile. 

In the eastern district the gross revenues fell from $304,- 
231,073 to $273,578,626. The operating expenses fell from 
$227,799,244 to $198,799,211, causing a decline in the net 
from $76,431,829 to $74,779,415, or from $3,313 to $3,229. 

In the southern district the gross fell from $192,221,074 
to $171,875,401. The expenses fell from $137,618,862 to 
$126,852,747, causing a decline in the net from $54,602,212 
to $45,022,634, or from $1,706 to $1,396. 

In the western district the shrinkage was from $345,- 
628,552 to $319,160,621. The shrinkage in expenses was 
from $220,853,064 to $205,136,124, causing a fall in net 
revenue from $124,775,468 to $114,024,697, or from $2,177 
to $1,962. ; 
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LESS REGULATION DESIRED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. @. 

President E. B. Thomas of the Lehigh Valley Railroad 
told President Wilson, Wednesday, that business conditions 
showed an improvement and that the railroads were gain- 
ing from an increase in traffic. They needed less regula- 
tion, he told the president, to better their condition. 

“When I say that the railroad with which I am con- 
nected made 25,000 reports last year to the Interstate 
Commerce Commission and different commissions and 
boards in the three states through which it runs, you will 
see what I mean by the need for less regulation,” Mr. 
Thomas said. ‘We need constructive legislation.” 

The proposed amendment to the commodities clause 
of the Hepburn law, introduced in the house by Repre- 
sentative Adamson, prohibiting railroads from owning stock 
in coal companies, was mentioned by Mr. Thomas to Presi- 
dent Wilson as being one pending measure which would 
greatly hurt some railroads. 


The call at the White House, it believed, was caused 
by the circulation of the report that the House committee 
on interstate and foreign commerce was about to report 
favorably the Adamson amendment to the commodities 
clause bill. The day before, Chairman Adamson rose 
in his place in the House to say there was no foundation 
in truth for the article on that subject appearing in the 
Traffic World last week. He did not, however, indicate 
when the committee intended to act. The fact is that at 
the department of justice, where the Adamson bill had 
its origin, the understanding was that there would be 
favorable action last week. 


ACCOUNTING FOR DEPRECIATION 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The Commission has called on carriers to make a 

special report on the procedure of carriers with respect 

to accounting for depreciation of their equipment during 

the first three months of the fiscal year beginning July 1. 

The information is called for in Special Report Series No. 
20, made public February 2. 


In view of the remarks made by Clifford Thorne, dur- 
ing the hearings and arguments on the rehearing in the 
eastern advanced rate case, the questions asked in the 
circular put out by the Commission are particularly in- 
teresting. ‘Thorne, in every way possible, indicated his 
conviction that the carriers were padding their deprecia- 
tion and maintenance accounts so as to show a deplorable 
condition. There are seven questions, the wording of 
which indicates the line of thought running through the 
Commissioners when they formulated them. They are as 
follows: 


1. State the basis upon which charges to operating 
expenses for depreciation of equipment were made during 
the three months ended Sept. 30, 1914, whether original 
cost, ledger value, purchase price, or other basis. If a 
basis other than original cost or purchase price was used, 
state the reason therefor. 


2. Give the particulars concerning studies made by 
the respondent for the purpose of determining the average 
life of its equipment and for establishing an equitable 
rate for use in computing charges representing the aver- 
age current loss through depreciation of such property. 

3. State, as of July 1, 1914, the number of units of 
the several classes of equipment owned by the respondent 
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or held under contract for purchase; the ledger value 
thereof, as stated in the respondent’s property account, 
and the net credit balance carried in balance sheet ac- 
count “Accrued depreciation—Equipment,” with respect 
thereto. 

4. State the amounts included in the equipment de- 
preciation accounts in operating expenses to cover the 
current loss from depreciation of equipment of each class, 
separately and in total, for the three months ended Sept. 
30, 1914. 

5. State the number of units and the ledger value 
of equipment (owned by the respondent or held by it 
under contract for purchase) retired during the three 
months ended. Sept. 30, 1914, and the distribution of this 
value among the equipment retirements accounts in op- 
erating expenses, balance sheet account “Accrued depre- 
ciation—Equipment;” profit and loss account “Loss on 
retired road and equipment;” balance sheet account ‘“Ma- 
terial and supplies;” and balance sheet account “Miscel- 
laneous accounts receivable.” 

6. State the number of units of equipment and the 
cost of equipment constructed or purchased and charged 
to property account during the three months ended Sept. 
30, 1914. . 

7. State, as of Sept. 30, 1914, the number of units 
of the several classes of equipment owned by the re- 
spondent or held under contract for purchase; the ledger 
value thereof, as stated in the respondent’s property 
account, and the net credit balance carried in balance 
sheet account “Accrued depreciation—Equipment,”. with 
respect thereto. 


SUPREME COURT DECISIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The U. S. Supreme Court, February 1, in the case of D. 
Fuentes against the railroad commissioners of Louisiana, 
held the statute of that state requiring common carriers 
to impose no higher switching rates on cars switched in 
that state invalid. The law in question authorized the 
state authorities to fix charges for switching, without mak- 
ing any distinction between interstate and intrastate traf- 
fic. The state authorities did not limit their orders, but 
construed the law so as to make it applicable to all switch- 
ing movements on the theory that after the car had come 
into the state and reached the geographical point to which 
it was billed it came under the control of the state. 

In the case of Wilmington Transportation Co. against 
the California commissioners, the court held that the 
state authorities have the power to regulate rates and 
fares by ferry companies, used primarily for local purposes 
and only incidentaly in interstate commerce: 





COMMISSION ORDERS. 


The Omaha Commercial Club has been allowed to 
intervene in Docket Nos. 7352, Commercial Club of St. 
Joseph vs. C. & N. W. et al.; 7447, Atchison Commercial 
Club vs. C. & N. W., and 7501, Kansas City Commercial 
Club vs. C. B. & Q. et al. 

The Nebraska state railway commission has been 
allowed to intervene in Docket Nos. 7461, Council Bluffs 
Commercial Club vs. C. & N. W.; 7311, Sioux City Com- 
mercial Club vs. C. & N. W. et al.; 7352, Commerce 
Club of St. Joseph vs. C. & N. W. et al., Atchison Com- 
mercial Club vs. C. & N. W. et al. and Kansas City 
Commercial Club vs. C., B. & Q. et al. 











ARGUMENTS IN OIL CASES 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Arguments were made on February 3 on the question 
as to whether the tariff provision, in Western Classification 
territory, “tailings,” covers oil used for fuel and the proper 
relation of rates from refineries located in Oklahoma and 
Kansas. In the first-mentioned lot of cases, all argued 
under the general title of National Petroleum Association 
against the Atchison and others, C. D. Chamberlin and 
George P. Boyle argued for the oil men who ship oil 
used either as fuel in steam plants or as a top dressing 
on roads. J. N. Davis and J. H. Coleman argued for the 
carriers which are trying to assure the payment of one 
rate when the oil is used for fuel and another rate when 
it is used as a road dressing. 

The trouble is that road and fuel oil, in the tests pre- 
scribed, are as closely related as iron and steel. No 
one can tell when iron ceases to be steel and no one can 
say that an oil ordered for road dressing cannot be used 
as fuel. 

At first the railroads had a tariff provision covering 
petroleum residuum. A little more than a year ago the 
Western Classification committee came to the conclusion 
that that is too broad a term. So “tailings’ was sub- 
stituted. Shippers continued to ship as tailings what they 
had formerly shipped as residuum. Sometimes when the 
fuel oil rate was as low as on tailings, they shipped as 
fuel oil. 

In some of the cases the demand is merely for repara- 
tion and in others it is for a reduction of the fuel oil rate 
to the rate now carried on tailings. Since the substitu- 
tion of tailings for residuum the railroad people have been 
undertaking to say that tailings mean wax tailings. The 
testimony shows that wax tailings, produced by only two 
refiners, is the highest-priced product of an oil still and 
that the railroad rate on it is the lowest of any rate on 
a petroleum product. The independent refiners claimed 
at the argument that the attempt to confine the meaning 
to wax tailings is an attempt to favor the Standard. 


Mr. Coleman contended that it was a plain case of 
misbilling. He said that he was not asking that the 
Commission prosecute the shippers, but he said that they 
knew they were not doing right when they ignored the fuel 
rate and shipped their product as tailings. He said that 
they bill the stuff they ship as tailings to their customers 
as fuel oil. 

Commissioners Clement, Harlan, Hall and McChord 
asked questions, the purpose of which was to make clear, 
if possible, the issue, but if they succeeded, their success 
was not obvious. 

The cases heard at the afternoon session were simpler 
in that they involve merely a question of the relation of 
rates. The Kansas refiners, who bring their crude from 
Oklahoma, insist that they should have a differential of 
five cents under Oklahoma refiners to territory to the 
north, northwest and northeast of their refineries. The 
Oklahoma refiners who are not compelled to pay a charge 
on their raw material insist that inasmuch as distances 
to nearly all the markets are about the same, there should 
be no such differential. 

C. S. Burg and other attorneys for the roads protesting 
against decreases in petroleum rates in the thirty cases 
argued on February 3 caused a stir among the commission- 
ers by announcing that, before there could be a decision 
in the cases they were then arguing, the carriers would file 
tariffs increasing the rate from the Kansas field to St. 
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Louis from 17 to 19 cents and making the Oklahoma 
rates three and five cents over the Kansas rates. 

Chairman Harlan asked if the complainants under- 
stood about the proposed move, and C. D. Chamberlin, 
George P. Boyle and others said they did. They further 
assented to the proposition that, so far as they know now 
about the tariffs, the present record is sufficient for the 
Commission to pass on the proposed rates. 


PASSENGER CASE ARGUMENT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Arguments were heard Feb. 4 in one of the few big 
passenger fare cases that have come before the Commis- 
sion in several years. Nearly all of Colorado, Montana, 
Idaho and other inter-mountain states were represented in 
the discussion of I. and S. No. 519, in which tariffs filed by 
the Union Pacific and Oregon Short Line were suspended 
because they close the Salt Lake and Ogden gateways and 
this closing results in higher passenger fares. 

The object of the Union Pacific system in closing those 
gateways in connection with the Denver & Rio Grande 
is to confine the travel to its own rails for as much of the 
distance between Omaha and the northwest as possible, 
and in the reverse direction also. 

The D. & R. G., Burlington, Rock Island, Colorado Mid- 
land, the Missouri Pacific and the Iron Mountain pro- 
tested, but their case was made for them, on the oral 
argument, by counsel for Colorado resort points who 
claimed that, as a matter of public policy, if for no other, 
the closing should not be permitted. H. A. Scandrett 
appeared for the respondent U. P. and O. S. L., claiming 
that, as to passenger fares, common carriers are entitled 
to the long haul so long as the rates are not unreasonable 
and the routes not unduly circuitous. 

Senator Meyers appeared for the Montana railroad 
commission and Representative Taylor of Colorado for 
Colorado people, who are protesting that the increased 
fares that will result as incidents to the closing of the 
two gateways will divert travel from the communities in 
Colorado. The protesting railroads, in their briefs, said 
that the rule applicable to freight, which gives each car- 
rier joined in a through route and joint rate arrangement 
the longest possible haul, so long as the route is not un- 
duly circuitous, does not and should not apply on pas- 
senger business, first, because a passenger is entitled to 
go quickly between termini at the same rate that would 
apply over’ longer routes, and finally because it is the 
policy of the government to develop the West. There- 
fore, a passenger should have the choice of routes, with- 
out extra charge, so that he may see as much of the ter- 
ritory as possible for the smallest amount of money. 

In addition to the members of Congress mentioned as 
speaking for the territory that will be adversely affected 
by the closing of the two gateways, M. H. Aylesworth, 
Mr. Selfriedege and J. G. McMurray made arguments in 
opposition to the stand taken by the Union Pacific and 
the Oregon Short Line, which, if allowed to become ef- 
fective, will, it is believed, adversely affect the revenues 
of the Denver & Rio Grande. 





PACIFIC CAR DEMURRAGE. 


The December, 1914, report of the Pacific Car De- 
murrage Bureau shows 4,061, or 03.41 per cent, cars held 
overtime, as against 3,642, or 02.79 per cent, for Decem- 
ber, 1913. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


PACIFIC COAST AND PANAMA CANAL 


Editor THE TRAFFIC WORLD: 

With the opening of the Panama Canal last August, 
the Pacific Coast rejoiced with the rest of the world, at 
the completion of the greatest engineering feat of modern 
times, and with more reason because of the prospects of 
lower rates and shorter time from the Atlantic seaboard. 

Within a few months the transcontinental traffic 
pendulum swung from rail to water to such an extent 
as to cause the western lines the greatest concern. This 
condition has grown until the Pacific Coast has begun 
to settle down to figuring their cost on the canal rate 
basis, and we had every reason to feel that our fullest 
expectations in regard to the canal would be fulfilled. 
But for conditions growing out of the European war, 
coubtless, we would not have been disappointed. Three 
large fleets of high-class steamers and a number of 
smaller boats were bidding actively for the trade, and 
capacity cargoes, both east and west bound, were waiting 
on the docks on the arrival of vessels at all ports. 

Conditions, however, have shown a marked change 
in the past thirty days. Vessels of foreign build have not 
scrambled for American registry, as was expected, and 
the warring powers are calling for American merchandise. 
The lack of bottoms to supply this demand has forced 
charter prices skyward to such an extent that the owners 
of vessels in the coast service have been unable to over- 
look the golden opportunity, and have begun to charter 
their boats at unheard of figures. One of the lines 
operating three new vessels made two round trips to the 
coast and has announced the cancellation of further sail- 
ings. Another line has just discontinued two of its largest 
carriers, and the American-Hawaiian, the oldest and larg: 
est shipping concern engaged in this trade, with a fleet 
of 35 vessels, has placed about 14 of their vessels in 
European service. This concern has been making sail- 
ings every five days out of New York and announces 
that their schedule will be undisturbed, but at the same 
time the tonnage heretofore carried by their competitors, 
who have temporarily abandoned the coast trade, has 
been far in excess of their capacity, and to meet these 
conditions, and to reduce their offerings, this company 
has been compelled to increase their rates. Their lead 
has been followed by some of the other companies left 
in the service, with the result that the rates on general 
merchandise have risen to a point where, in connection 
with the interior, rail rates into New York, they are 
beginning to break almost even with the transcontinental 
rail rates. : 

The recent five per cent advance in Official Classifi- 
cation territory has helped to bring about this condition. 
Another disappointing feature is the recent ruling by 
the Canal Commission that vessels are not to load over 
28 feet draught on account of the constant slides in the 
canal. This means lighter cargoes, smaller earnings for 
the carriers, and goods left on the docks. There seems 
to be little relief in sight for these conditions, as the 
aemands of the European trade will increase rather than 
diminish with the progress of the war. To the discerning 








observer, there is every indication that the traffic must 
swing back again to the rail lines, at least, temporarily. 
This will become a certainty if the demand for lower 
terminal rates asked for by the rail lines, to meet steamer 
competition, be granted. 

However, in view of the foregoing, it would seem 
that the lower rates will not at this time be’ necessary 
to bring about this diversion, as shippers of general 
merchandise cannot long put up with changing schedules, 
cancellations and short shipments. Of course, the heavier 
tonnage, such as iron, cement or lumber, will not be 
affected to such a degree as the general merchandise 
shipments and, unless rates go higher, these commodities 
will doubtless move by water. 

Altogether, it would seem that we will have to forego 
for the present many of our plans made at the opening 
of the canal, and in the meantime it is hoped that the 
physical defects in the canal will be permanently reme- 
died. There is no doubt that the opening of the canal 
marks a period of wonderful development for the Pacific 
Coast, but this must not be expected to the fullest extent 
until the conclusion of the European conflict. 

J. Marion Ford, 
Traffic Manager, Blake, Moffitt & Towne. 
Los Angeles, Cal., Jan. 26, 1915. 


THE AMERICAN TRAFFIC POLICY 


ne 


Editor THE TRAFFIC WORLD: 

There is an old sea saying: “Different ships, different 
customs, as the cook said when he went aft to the wind- 
lass.” And the application thereof is interesting. 

Our national legislation is struggling with the ship- 
ping bill, and oceans of language are issuing; our com- 
mercial bodies are spouting resolutions until the mind 
is confused and befogged. In the meantime our foreign 
steamship friends are smiling up their sleeves and giving 
the rates another boost. There is a great hue and cry 
that the government must not go into any enterprise 
which will, or may, discourage private capital from enter- 
tering the same field, which leads one to ask “How about 
the parcel post?” They were not so sensitive of the 
express companies when this great service was adopted, 
and there is a growing conviction that passenger rates 
would not have been raised did the carriers receive just 
compensation for carrying the mails. 

And then there comes the recollection of the days 
when, luring the octopus from his lair and smiting him 
a few hearty ‘swipes, hip, thigh and solar plexus, was the 
national pastime. It contributed to the gaiety of nations, 
and men gained fame, fortune and political preferment, 
borne along on the crest of this frenzy. “Them was the 
happy days, them was the happy days.” Which brings 
us back to the cook and the windlass and an apology for 
this digression. 

An American company operating a line of American 
steamships between American ports and ports in the West 
Indies, Central and South America, found itself in sole 
possession of the field shortly after the beginning of the 
war. The German and English lines had suspended serv- 
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ice. Here was a fine chance to boost the rates, a practice 
considered legitimate, and even laudable, among foreign 
steamship lines. But our American traffic department 
considered that it had a duty toward its old patrons and, 
besides, felt that it would be in business next year and 
several other future years. So it threw into the discard 
the iniquitous practice of charging primage with one 
hand and paying it back later, to certain ones, with the 
other. Then it informed its patrons that there would 
be no change in the rates. Furthermore, there was an 
invitation to bring along the traffic, and the necessary 
facilities for moving it would be provided. 

Another case: An American steamship line, operat- 
ing from New York and serving, in connection with other 
lines, the west coast of South America, as well as Central 
America, north of Panama—this line adopted a similar 
policy. And this latter line is a government line. In 
the face of keen competition, and with facilities not of 
the best, it has maintained a regular service of the high- 
est efficiency, carrying material, supplies of all kinds 
for the construction of the Panama Canal. It is still 
“doing business at the old stand,” paying its bills and 
earning a profit. 

In the meantime lines operating to other South 
American ports have boosted the rates and are indus- 
triously inflating the scarecrow of limited purchasing 
capacity and lacx of banking facilities. 

In the European neutral trade rates, too, have been 
boosted by the convenient method of “sur charge” or 
“sur tax.” Further, there are no means of ascertaining 
or fixing westbound rates, and forwarding charges, com- 
missions, taxes and other petty charges are added, which 
smell strongly of graft and holdup. 

And out of this nation-wide discussion will come an 
American mercantile marine with straightforward, broad- 
gauge methods and an American traffic policy. The 
shackles of ancient precedents and of archaic methods 
will fall away and we will emerge into the bright light 
of a new business era. J. D. Hashagen. 

Boston, Mass., Jan. 27, 1915. 


MAXIMUM CARLOAD 


Editor THe TRAFFIC WORLD: 

I have before me your editorial of Jan. 23, 1915, on 
the above subject. 

By all means let us have as heavy loading as con- 
ditions will permit. It is an economic principle, but 
unfortunately under recent changes in rules shippers of 
many commodities must not only make the minimum 
weight the maximum, but also must go on record as 
advocating a reduction. 

Many of us are being penalized because we accepted 
increased minimums in the past, and if we go above 
that minimum we are penalized still further for every 
ton we add. 

We accepted without protest the additional cost of 
labor and the cost of lumber for double tiering our ship- 
ments. Now we are told we must pay freight on the 
dunnage used. 

It will be appreciated, I think, that as every ton -we 
add above the minimum entails an extra expense for 
labor, lumber and freight, there is little incentive for us 
to load heavily. 

We have protested the elimination of the dunnage 
allowance in closed cars, contending it is not only a 
breach of promise, but a step backward in these times 
of efficiency. 





I can see nothing but shortsightedness in the situa- 
tion now presented. 

Surely, if 25 per cent increase in loading will net 
carriers 20 per cent more in revenue, it is nothing short 
of lunacy to penalize heavier loading, and that is cer- 
tainly what is being done. 

I cannot accept the principle that the elimination of 
those practices that have developed from long experience 
will result in benefit to the carrier. 

Dunnage allowances, spotting, ferry cars, lighterage, 
etc., are all vitally related to the present transportation 
structure and have aided in its development. 

It cannot be that they are a burden, a parasite, as 
it were, upon transportation notwithstanding the learned 
opinions to the contrary. 

These practices have been developed to meet a con- 
dition, and that condition still exists. 

If we pay for spotting, are the carriers going to load 
carload freight? It is my understanding that the ship- 
per’s loading rule has developed from the use of private 
siding, and if they are going to discourage the use of 
the siding by charging us for letting the carrier use it, 
why not go all the way back and load our competitors’ 
cars for them at the house, because we prefer to load 
our own scientifically? 

Once upon a time, before these days of efficiency, we 
celivered our freight to the carrier at the tailboard, and 
he passed it to us with a thank you at destination, and, I 
presume, made money. 

Now we are told that if we provide siding they will 
use it, if we will pay them so much per car for doing so. 
They intimate they would prefer to build these tracks 
themselves in their own yard. 

They also tell us we must load these cars ourselves 
and supply all lumber necessary to properly do so, and, 
of course, we must consider their interests and load just 
as much as we possibly can in each car, even though 
the expense to us is greater. If we will do this, they 
say, they will be able to net 20 per cent more revenue, 
and all they will charge us for doing this for them is 
the freight on the lumber, although, of course, we must 
bear the expense of any damage en route, as that was 
the result of our loading. They intimate they would 
prefer to do this loading themselves, as their men are not 
so well informed and will not, and cannot, load so effi- 
ciently. They would prefer to load more carelessly and 
pay damages resultant therefrom. 

They say further, that we must understand that their 
granting us the privileges to do these things for them 
costs a great deal of money, and so, of course, we must 
allow them to increase their rates. 


Some have claimed that where the shipper furnishes 
his own car, he should pay a higher rate for the privilege 
of so doing. I sometimes wonder what we would have 
to pay them for the privilege of furnishing them a loco- 
motive to pull the trains. E. Sutcliffe. 

East Cambridge, Mass., Jan. 28, 1915. 


COMMISSION ORDERS. 


The Interstate Commerce Commission has reopened, 
for further hearing, Docket Nos. 5445, Cunningham, Dun- 
can & Co. et al; 5490, Lebanon Commercial Club, and 
5490, Sub 1, Lebanon Carriage and Implement Co., all 
against the L. & N.; also, for further argument, Docket 
No. 6105, Knoxville Traffic Bureau vs. C., N. 0. & T. P. 
et al., and I. and S. No..345, involving -class and com- 
modity rates from Knoxville ‘ 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. On ac- 
count of the limited space that can be allotted to this depart- 
ment and the demands made on the time of those conducting it, 
we cannot assure the publication of answers in less than six 
weeks from the time of — of the question. Readers desir- 
ing secon service by requiring immediate answer may secure 
privately written answers to their Inquiries by the payment of 
a small fee, given on application, 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Express Companies Governed by Limitation Period for 
Filing Claims. 

Iinois—“Would you kindly advise, through the col- 
umns of The Traffic World, does the four-month limit 
in regard to loss and damage claims apply to claims 
against the express companies?” 

While bills of lading of express companies do not 
contain the four months’ limitation clause stipulated in 
the Uniform Bill of Lading, yet most of the express com- 
panies have a similar clause in their bills of lading lim- 
iting the time within which claims for loss, damage or 
delay must be presented in writing within 90 days from 
the date of the contract. Most courts have held that 
this condition is a valid and reasonable one, and that 
the owner of the shipment will be precluded from the 
right to maintain an action against the express com- 
pany unless he has presented due notice within that 
time and in the manner provided. 


* * * 
Bonds Indemnifying Railroads in Loss Claims Require No 
Stamp Tax. 


Chicago.—“‘Should the consignor or the shipper or 
the railroad companies be obliged to pay the 50 cents 
revenue war tax which is now necessary upon all bonds 
of indemnity when such bonds of indemnity are re- 
quired by the railroads to support a claim not covered 
by the original bill of lading or the original paid expense 
bill? These documents ofttimes become lost or misplaced 
by consignees, and it represents quite an item if we are 
compelled to make such payment.” : 

While schedule A of the war tax act provides in 
broad terms that a 50-cent stamp tax shall be applied 
to every bond or obligation, for indemnifying any per- 
son, firm or corporation, without regard to form, or 
for the doing or not doing of anything therein specified, 
and, while the courts have usually so interpreted the 
word “bond,” yet, according to the ruling of the Treasury 
Department, such a construction is too broad for practical 
application and more comprehensive than what was con- 
templated by the framers of the act of Oct. 22, 1914. In 
Treasury Decision, No. 2133, dated Jan. 18, 1915, modify- 
ing No. 2072, the commissioner of internal revenue ruled 
that “agreements executed by shippers undertaking to 
hold railroads harmless on account of any loss occurring 
by reason of the payment of claims against such railroad 
without the presentation of original bills of ladirg, etc.,” 
are excluded from the provisions of the war tax act. 

* * * 
Right to Assess Storage Charges After Notice of Diversion. 

Ohio.—“On April 22 we made a shipment to a point 
in Georgia and on May 7 we discovered that it was sent 
to the wrong destination through an error of our ship- 
ping department. We wrote the railroad company on 
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May 7, inclosing the original bill of lading, with request 
that shipment be reconsigned to its proper destination, 
also a point in Georgia. The railroad company was rather 
dilatory in the handling of our request, as no action 
was taken by it to have shipment forwarded until June 
17, which was 41 days after our request was received 
by ‘it. In the meantime storage charges were accruing. 
What redress have we against the railroad company in 
connection with the storage charges? Has the I. C. C. 
ever rendered any decision upon a similar case? If claim 
is rendered against the railroad company, on what basis 
would you consider it proper to render it?” 

We have no knowledge of a decision or ruling by 
the Interstate Commerce Commission on the precise point 
involved in the above inquiry. But in the case cited in 
28 I. C. C., 505 (see page 52 of the Jan. 10, 1914, issue 
of The Traffic World), “New Orleans, La., Storage Rules 
and Regulations,” the Commission pointed out a certain 
similarity between the rules of the carriers governing 
demurrage charges and those governing storage charges, 
and the reasonableness of applying them uniformly in 
both instances. Now the Commission has awarded rep- 
aration for demurrage charges accruing as a result of 
the carrier’s failure to divert a shipment as ordered. 
Alexander vs. Southern Ry. Co., 25 I. C. C., 32 (see page 
753 of the Nov. 16, 1912, issue of The Traffic World), 
and it is our opinion, on the facts above submitted, that 
the Commission would allow you reparation, on applica- 
tion, for storage charges accruing as a result of the rail- 
road company failing promptly to divert the wrongly 
addressed shipment as ordered by you. 


* ey ae 
Adjustment of Claims on Point-of-Origin Weights. 


Cleveland.—“A car of sand shipped to us invoiced at 
scale weight furnished by the originating line, freight 
following car to destination. The car was weighed by 
the receiving line, their weight being 2,000 pounds in 
the gross weight over the originating line, the tare weight 
being identically the same. Kindly advise us legally 
what weight the freight charges should be based on. 
We claim the weight furnished by the originating line.” 

The Commission has held that it is not proper to 
provide that weights at either the point of origin or the 
point of destination shall govern, unless it can be clearly 
established that those weights are correctly taken. It is 
fundamental that the shipper shall be required to pay 
upon the actual weight, and it is immaterial how, or 
where, such weight is ascertained. See the rules laia 
down by the Commission in Opinion No. 2399, 28 I. C. C., 
7 (published on page 289 of the Aug. 9, 1913, issue of 
the Traffic World), “In the Matter of Inaccuracies in 
Weighing Certain Articles;” also see our further views 
on this subject as published on pages 528 and 529 of 
the Sept. 13, 1913, issue of the Traffic World. 


* * * 


Aggregating Weights on Express Shipments Weighing 
Less Than Ten Pounds Each. 


North Carolina.—‘“Official Express Classification No. 
22, rule 11, provides a method for shipping mixed express 
shipments weighing less than ten pounds to one con- 
signee at one local address under one receipt. Recently 
the express company delivered us two shipments shipped 
on the same receipt; one weighed six pounds, the other 
one pound. They collected for twenty pounds on the 
basis of ten pounds each, which amounted to 76 cents. 
Now had the two shipments moved separately, they would 
have collected 37 cents for one and 23 cents for the 
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other, which would have amounted to 60 cents. The 
writer holds that they should have collected for the 
latter amount, as it is certainly exorbitant to charge more 
where two shipments moved together than where they 
move separately. It would seem to the writer that the 
United States Supreme Court, in the Los Angeles Switch- 
ing case, made the law very plain on this principle. The 
court said that a carrier could not make an additional 
charge unless it performed an additional service and was 
put to an additional expense, and it appears to the writer 
that the transaction in question would be governed by 
this rule, regardless of the express tariff.” 

In the case of In re Express Rates, 24 I. C. C., 380- 
407 (see page 2 of the July 20, 1912, issue of The Traffic 
World), the Commission held that the right to make a 
consolidated shipment is given by the law to every ship- 
per, the rate to be applied being that fixed for the large 
package; provided, that when a consolidated express 
shipment averages less than ten pounds per package 
charge may be assessed on the basis of ten pounds per 
package. The Commission then went on and established 
the following rule: “Provided a lower charge is made 
thereby, two or more packages forwarded by one shipper 
at the same time, upon one receipt, to one consignee, at 
one local address, must be charged for as if for one 
package, on the aggregate weight, provided, however, 
that when such shipments average less than ten pounds 
per package, charges shall be assessed on the basis of 
ten pounds for each package. Shipments of different 
classes aggregated as above shall be charged for at the 
highest rate applicable to any article in the shipment. 
When articles carried at merchandise pound rates are 
aggregated in accordance with (a), the minimum charge 
applies to the entire shipment.” 
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Shipments Misrouted on Account of Wrong Address. 

Pennsylvania.—“A shipment was made from a point 
on the B. & A. in Massachusetts, the bill of lading read- 
ing as follows: Warren, Allegheny Co., Penn. (route), 
B. & A—P. R. R.’ This shipment should have been con- 
signed to Warner, Pa., which is in Allegheny county. It 
was, however, forwarded to Warren, and later recon- 
signed to Warner, with, of course, about double the reg- 
ular freight charges. Was it not the duty of the agent 
at point of origin, since there is no ‘Warren’ in Allegheny 
county, to investigate before forwarding? The routing 
also was entirely disregarded, as shipment was delivered 
at Warren via D. A. V. & P. Are we not entitled to 
claim for refund to basis of regular through charges to 
Warner?” 

The inquiry does not state if the package was, or 
was not, addressed to “Warner, Pa.” For the law of the 
case, when the address on the package differs from that 
in the bill of lading, or shipping instructions, refer to 
our answer to “Alabama,” entitled “Bill of Lading Con- 
taining Wrong Address,” appearing on page 179 of the 
Jan, 23, 1915, issue of The Traffic World. If, however, 
there was no difference between the address on the 
shipment and that in the bill of lading, and the shipment 
could not be .transported in accordance with routing in- 
structions, and particularly if the rate via such route 
was also given, it would seem as if the shipment is sub- 
ject to rule 286 (f), Conference Rulings, Bulletin 6, which 
places the obligation upon the carrier to refrain from 
executing a bill of lading which contains contradictory 
provisions, or are impossible of execution, and that rep- 
aration might be awarded in the difference between the 
rate assessed and the rate in effect to the true destination 
point. 





-_———— 


Docket of The Commission 


Note.—iItems in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last issue of the Traffic World.. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


wel 8—St, Joseph, Mo.—Examiner Dow 
352— ‘Traffi ffic Bureau of the eens Club of St. Joseph, 
8 vs. C. & N. W. Ry. Co. al. 
7447—Traffic Bureau of the ee etet Club of Atchison, 
Kan., vs. C. & N. W. Ry. Co. et al. 
7501—Department of —_— of the Commercial Club of Kansas 
City vs. C. B. & Q. Co. et al. 
ae an Bureau a ‘the Sioux City Commercial Club vs. 
Cc. W. Ry. Co. et 
v48i—Couinel Bluffs Caitanevated Club vs. C. & N. W. Ry. Co. 
et 


Pgeaner nary 8—Shreveport, La.—Examiner Burnside: 
ae 329—Shreveport Chamber of Commerce vs. K. C, Sou. Ry. 
o. et al. 


February 8—Chicago, Ill—Examiner S. H. Smith: 
* 5421—Private wire contracts. 


February 8—Reno, Nev.—Examiner Thurtell: 
rr of he Goldfield Consolidated Mines Co. vs. Sou. Pac. Co. 


426—Tne Goldfield Consolidated Mines Co. vs. Sou. Pac. Co. 


6233—The Goldfield Consolidated Milling & Trans, Co. vs. 
Sou. Pac. et al. 

6062 and 5062, Sub. No. 2—The —— Consolidated Mil!- 
ing & Trans. Co. vs. A. T. & S. F. . et al. 

6457—The Goldfield Consolidated Mines Co. vs, Pa. Co. et al. 

— he — Consolidated Mines Co. vs. San P. Los A. 

ae " 
ae, Goldfield Consolidated Mines Co. vs. Mo. Pac. Ry. 


oO. e i 
one tee The geeenee Consolidated Milling & Trans. Co. vs. Sou. 
s24—The “Gotanera Consolidated Milling & Trans. Co. vs. L. 
oO. et a 
6062, Sub. No, 1—Tonopah-Belmont Development Co. vs. A. T. 
& S. F. Ry. Co. et al. 
a oe Extension Mining Co. vs. A. T. & S. F. Ry. 


Co. et al. 
8608—The ‘Go Goldfield Consolidated Milling & Trans. Co. vs. F 


or Goldfield Consolidated Mines Co. vs. A. T. & S. F. 


se Solent Consolidated Milling & Trans. Co. vs. A. 
“sae tenes Consolidated Milling & Trans. Co. vs. Sou. 
ac. et a 
5902—Tonopah Extension Mining Co. vs. C. I. & P. Ry. Co. 
arenes serger Mines Co. vs. Las ane & Tonopah 
‘o. et a 
6231—Hall, Luhrs & Co. vs. Sou. Pac. Co. et al. 
6364—The Goldfield Consolidated Mines Co. vs. A. T. & S. F. 
Ry. Co. et al. 
7604—The Montana-Tonopah Mines Co. vs. Sou Pac. Co. et al. 
7604, Sub. No. 1—The Montana-Tonopah Mines Co. vs. A. T. 
& S. F. Ry. Co. et al. 
oe rates to points on the Tonopah & Goldfield R 
, Las Vegas & Tonopah R. R. and Bullfrog-Goldfield R. R. 


February 8—Memphis, Tenn.—Examiner Watkins: 
ur emphis Freight Bureau vs, St. L, I. M. & S. Ry. Co. 
eta 


February 8—Chicago, Ill—Examiner Brown: 
7234—Grand Rapids Plaster Co. vs. Ann Arbor % R. Co. et al. 
7404—American Cement Plaster Co. vs. L. S. & M. S. Co. et al. 
nae Manufacturing Co, vs. L. S. & M. S. Ry. Co. 
e ; 


ey - wanes States Gypsum Co. vs. L. S. & M. S. Ry. Co. 


7287—United States Gypsum Co. vs. B. R. & P. Ry. Co. et al. 


February 10—Alexandria, La.—Examiner Burnside: 

1, & S. 547—Rates on logs, rough staves and stave bolts manu- 
factured in transit at Alexandria and other stations in 
Louisiana. 

1. & S. 558—Rates on uncompressed cotton and cotton linters 
concentrated and compressed in transit at Alexandria, La. 


February 10—Argument at Washington, D. C.: 
* 1, & S. 567—Commutation fares to and from Washington, ™ C. 

1. & S. 469—Grain rates from Milwaukee, Wis., to New Yurk, 
3 ye via Manitowoc, Wis., across lake. 

UZ 500—Reshipping rates on grain and grain products 
ph * Milwaukee, Wis., to New York, N. Y., and other 
points via Chicago, Ill. 

7161—Bartlett-Hayward Co. vs, B. & O. R. R. Co. et al. 


February 11—Chicago, Ill.—Examiner Brown: 
wae Portland Cement Co. vs. C. M. & St. P. Ry. Co. 
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February 11—Argument at Washington, D. C.: : 
* 1, & S&S. 440—Black strap molasses import commodity rates 
from Mobile and New Orleans, La. 
* “7 a Sugar Planters’ Assn. vs. Illinois Central R. 
R. Co. e . 
6489—k. R. Commission of Nevada vs. Sou. Pac, Co. et ul, 
7399—-Eastern Oregon Lumber Producers’ Assn, vs. C. L. & 
Q. R. R. Co. et al. 


ag 11—Pittsburgh, Pa.—Chairman Harlan and Examiner 
a son: 
* 1, & S. 435—Car spotting charges, 


February 12—Chicago, Ill.—Examiner Brown: 
oe A. Hommel & Co. vs. C. Gt. West. R. lt. Co. 
et 


February 12—New Orleans, La.—Examiner Burnside: 
7561—New Orleans Joint Traffic Bureau vs. M. L. & Tex. 
R. R. & S. S. Co. et al. 
oe Orleans Joint Traffic Bureau vs. A. & S. Ry Co. 

et al. 


February 12—Argument at Washington, D. C.: 
 & z, 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to terminal railroads. 


Februa 13—Chicago, Ill.—Examiner Brown: 
7282—Diamond Crystal Salt Co. vs. Mich. Cent. R. R. Co. et al. 


February 13—St. Joseph, Mo.—Examiner Dow: 
7172—Byers Bros. & Co. et al. vs. Union Pacific ™._R. Co. et al. 


February 15—San Francisco, Cal.—Examiner Thurtell: 
The following Fourth Section Applications: 
345—To protect Countiss’ I. C. C. No, 930, classes and com- 
modities from North Pacific coast terminals, etc.; I. C. C. 
No, 926, class and commodity rates from California ter- 
minals, etc. 
346—To protect Countiss’ I. C. C. No. 908, commodity rates 
from Vancouver, B. C., Seattle and Tacoma, Wash., Albina, 
East Portland and Portland, Ore., San Francisco and East 
San Pedro, Cal., on shipments originating in Australia, New 
Zealand and the Fiji Islands or beyond; I. C. C. No. 922, 
class and commodity rates from North Pacfiic coast ter- 
minals, etc, 
347—To protect rates in Countiss’ I. C. C. No. 930, cominodi- 
ties from Albina, East Portland and Portland, Ore., and St. 
Johns, Cal.; I. C. C. No. 909, lumber from San Francisco and 
other points in California. 
348—To protect Countiss’ I. C. C. No. 912, lumber, shingles 
and other articles from Oregon, Washington, Idaho, -Mon- 
tana, Alberta and British Columbia to Arkansas, Indiana, 
Kentucky, Minnesota, Tennessee, Illinois, Iowa, Louisiana, 
Missouri, Wisconsin and Michigan. 
349—To protect Countiss’ I. C. C. No. 930; I. C. C. No. 926; 
I. C. C. No. $21, class and commodity rates from California, 
Nevada and Utah to Minnesota, North Dakota, South Da- 
kota and Manitoba; I. C. C. No. 922; I. C. C. No. 931, class 
and commodity rates between points in Minnesota, North 
Dakota, South Dakota and Manitoba and San Francisco and 
Oakland, Cal, in connection with Pacific Coast Steamship 
Company, Alaska-Pacific Steamship Company and E. V. 
Rideout Company; I. C. C. No. 909, commodity rates on 
lumber and shingles from California, Nevada, Oregon and 
Utah points; IL C. C. No. 924, lumber and shingles from 
Oregon, Washington, Idaho, Montana, Alberta and British 
Columbia to Connecticut Delaware, District of Columbia, 
Maine, Maryland, Massachusetts, New Hampshire, New Jer- 
sey, New York, Pennsylvania, Rhode Island, Vermont, Vir- 
ginia and West Virginia; I. C. C. No. 915, list of interme- 
diate points. 
1575—To protect Countiss’ I. C. C. No. 927, lumber and 
shingles from Oregon, Washington, Idaho, Montana, Alberta 
and British Columbia to Colorado, Idaho, Kansas, Montana, 
Nebraska, New Mexico, North. Dakota, Oklahoma, Oregon, 
South Dakota, Texas, Utah and Wyoming. 
351—To protect Countiss’ I. C. C. No. 926, 921, 922, 931, 908, 
909, 912, 924, 927 and 915, through rates in excess of the 
combination of intermediates. 
310—To protect S. P. L. A. & S. L. I. C. C. No. 325, refrigera- 
tion charges from points in southern California. 
311—To protect S. P. LL. A. & S. L. L C. C. No. 279, rates on 
vegetables from Acton, Carp, Galt, Guelph, Hoya, Moapa, 
Roz and Vigo, Nev., to Missouri River, Mississippi River, 
Memphis, St. Paul, Peoria, Chicago, etc. 
313—To protect S. P. L. A. & 8. L. I. C. C. No. 249, class and 
commodity rates between points in southern California and 
points in Utah und Wyoming on the Union Pacific. 
322—To protect S. P. LL. A. & S. L. rates on commodities 
from points on the S. P. L. A. & S. L., San Bernardino, Cal., 
and west to Garfield and Tooele, Utah. 
324—To protect S. P. L. A. & S. L. class rates between points 
on the 8S. P. L. A. & S. L. R. R., San Bernardino and west 
and points in California, Nevada, Utah, Daggett and east 
except Utah common points (these rates are higher than to 
Utah common points). 
330—To protect S. P. L. A. & S. L. rates on live stock be- 
tween points on the 8. P. L. A. & S. L. R. R. in Utah and 
or A asa Missouri River, St. Louis, Chicago and 
other points. 
332—To protect S. P. L. A. & S. L. I. C. C. No. 307, rates on 
lumber and articles taking lumber rates from_ Brighton 
Beach, East San Pedro, East Wilmington, Ostend, Seventh 
Street Terminal Island and Zinc, Cal., to points in Arizona 
on fhe Arizona Southern Railway and the Arizona Eastern 
ailway. 
333—To protect S. P. L. A. & S. L. I. C. C. No. 274, class and 
commodity rates between San Pedro, Los Angeles & San 
Bernardino Railroad between San Bernardino, Cal., and Pay- 
son to Salt Lake City, inclusive. 
334—To protect S. P. L. A. & 8. L. I. GC. C. 255, class and 
commodity rates between points in southern California on 
the San Pedro, Los Angeles & Salt Lake Railroad, Atchison, 
Topeka & Santa Fe Railway and Southern Pacific Company 
and points in Utah and Colorado on the Denver & Rio 
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Grande Railroad and Colorado Midland Railway. 

336—To protect S. P. L. A. & S. L. I. C. C. No. 235, rates on 
live stock between Utah and Nevada and Colorado, Missouri 
River, St. Louis, Chicago and other points. 

337—To protect S. P. L. A. & S. L. rates on bullion, pig lead, 

- copper matte, ore and concentrates and other mineral prod- 
ucts from Utah on the 8, P. L. A. & S. L. R. R. to Kansas, 
Nebraska, Missouri and lowa. 
338—To protect S. P. L. A. & S. L. I. C. C. No. 290, rates on 
grease, hides, pelts, tallow and wool from Utah to Missouri 
River, Mississippi River, St. Paul, Peoria, Chicago and 
—— taking same rates and points in Michigan and Wis- 
consin, 

3934—To protect S. P. L. A. & S. L. rates on classes and com- 
modities between Los Angeles, Cal., and Salt Lake City, 
Utah, lower than from and to intermediate points. 
736—To protect 8. P. L. A. & S. L. class rates between sta- 
tions in southe California and Utah common points. 

1085—To protect Southern Pacific class and commodities rates 
from California, Nevada and Utah to North Dakota, South 
Dakota and Manitoba. 

1107—o0 protect Southern Pacific rates on lumber and 
shingles from California, Nevada, Oregon and Utah to 
United States and Canada. 

1214—To protect F. W. Gomph’s Proportional Freight Tariff 
No. 54. I. C. C. No. 51, class and commodity rates on im- 
ported shipments originating in Asia, New Zealand and 
Fiji Islands or beyond from East San Pedro, Redondo Beach, 
San Diego, San Francisco and San Pedro, Cal., to points in 
Utah, Wyoming and Colorado on lines of Denver & Rio 
Grande Railroad, Oregon Short Line Railroad, San Pedro, 
Los Angeles & Salt Lake Railroad, Southern Pacific Com- 
pany, Union Pacific Railroad and Western Pacific Railway. 


1253—To protect Southern Pacific class and commodity rates 
from San Francisco, Oakland, Sacramento, Marysville, San 
Jose and Los Angeles, Cal., and California and Nevada to 
points in Utah, east of Echo and Thistle Junction, points 
in Wyoming, west of Cheyenne, and points in Colorado, west 
of Manitou and Canon City. 


1281—To protect F. W. Gomph’s I. C. C. No. 42, class and 
commodity rates between California common points, viz., 
San Francisco, Los Angeles, Oakland, San Jose, Colton, 
Stockton, Sacramento, Roseville, Marysville and San Ber- 
nardino and other points in California, Nevada and Utah on 
lines of Atchison, Topeka & Santa Fe Railway (Coast Lines), 
Crescent City Railway, Minkler Southern Railway, North- 
western Pacific Railroad, Pacific Electric Railway, San 
Pedro, Los Angeles & Salt Lake R. R., Santa Maria Valley 
Railroad, Southern Pacific Company, Sunset Railway, Visalia 
Electric Railroad, on the one hand, and Barratts, Mont., 
Blackfoot and _ Boise, Idaho, Brighton and Harrisville, Utah, 
Huntington, Ore., Idaho Falls and Mackay, Idaho, Moxa, 
Wyo., Pocatello, Idaho, and main and branch line points 
between points on lines of the Oregon Short Line Railroad, 
on the other. The rates published in this tariff are also 
covered by application No. 736 of F. W. Gomph, 

1105—That portion of this application which covers Items Nos. 
2. . 33 and 34 of tariff of F. W. Gomph, agent, I. C. C. 

o. 29. 

9813—Filed by R. H. Countiss, agent on behalf of the South- 
ern Pacific Co., Galveston, Harrisburg & San Antonio Ry. 
and Southern Pacific Co., Atlantic Steamship Lines, 
asking authority to establish rates on asphaltum, beans, 
canned goods, cereals and cereal products in carloads, from 
Pacific Coast terminals to Atlantic seaboard lower than the 
rates concurrently in effect from and to intermediate points. 

2725—A. T. & S. F. Ry. Co., involving rates on coal and coke 
from Albuquerque and Gallup, N. M., to San Francisco and 
Los Angeles, Cal. 

February 15—New Orleans, La.—Examiner Burnside: . 

1. & S. 533—Class and commodity rates between New Or- 
leans, La., and southern Texas points. 

7544—John S. Seymour vs. M. La. & Tex. R. R. & S. S. Co. 
et al. 

February 15—Argument at Washington, D. C.: 

1. & S. 361—Rail, lake and rail rates to St. Paul, Minn. 

6512—Minneapolis Civic and Commerce Assn. et al. vs. Algoma 

Central & Hudson Bay Ry. Co. et al. 


February 15—Milwaukee, Wis.—Examiner Brown: 
ee Coal Co. et al. vs. C. & O. Ry. Co. 
et al. 
6446—City of Milwaukee vs. C. M. & St. P. Ry. Co. et al. 
a Produce & Fruit Co. vs. C. & N. W. Ry. Co. 
et al. 


February 15—Omaha, Neb.—Examiner Dow: 

%352—Traffic Bureau of the Commerce Club of St. Joseph, 
VMo., vs. C. & N. W. Ry. Co. et al. 

7447—Traffic Bureau of the Commercial Club of Atchison, 
Kan., vs. C. & N. W. Ry. Co. et al. 

7501—Department of Traffic of the Commercial Club of Kan- 
sas City vs. C. B. & Q. R. R. Co. et al. 

7311—Traffic Bureau of the Sioux City Commercial Club vs. 
Cc, N. W. Ry. Co. et al. 

ar 2 Bluffs Commercial Club vs. C. & N. W. Ry. Co. 
et al. 


February 17—Washington, D. C.—Examiner Thurtell: 
— Section Application No. 2043 of Yazoo & M. V. R. R. 


0. 
Fourth Section Application No. 2045 of Ill. Cent. R. R. Co. 
(Such portions of the above Fourth Section applications 

as seek authority to continue rates on grain products from 
Omaha, Neb., when from beyond, to Jackson, Miss., which 
are lower than the rates concurrently inapplicable on like 
traffic to intermediate points on the Ill. Cent. R. R. and 
Yazoo & M. V.) 


February 18—Grand Rapids, Mich.—Examiner Brown: 
7139—National Commercial Fixture Manufacturers’ Assn. vs. 
Ann Arbor R. R. Co. et al. 
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February 18—Omaha, Neb.—Examiner Dow: 
7117—Nebraska State Ry. Com. vs C. B. & Q. R. R. Co. 
7230—Nebraska State Ry. Com. vs. Union Pac. R. R. Co. et al. 


February 19—Boston, Mass.—Chairman Harlan and Examiner 
Pattison: 
* 1, & &. 435—Car spotting charges. 


February 19—Macon, Ga.—Examiner Burnside: 
6497—Irreight Bureau Chamber of Commerce of Macon, Ga., 


vs. Sou. Ry. Co. et al. 


February 23—Jackson, Mich.—Examiner Brown: 
7092—Jackson Chamber of Commerce vs. P. & R. et al. 
7294—Jackson Chamber of Commerce vs. Mich. Cent. R. R. 
Co. et al. 
February 23—Norfolk, Va.—Examiner Burnside: 
|. & S. 560—Rates on berries, fruits and yegetables from sta- 
tions in Virginia and North Carolina to New York City and 
other points. 
February 25—New York City—Chairman Harlan and Examiner 
Pattison: 
* 1, & S. 435—Car spotting charges. 
February 25—Richmond, Va.—Examiner Burnside: 
7469—State Corporation of the Commonwealth of Virginia vs. 
Cc. & O. Ry. Co. et al. 
February 26—Detroit, Mich.—Examiner Brown: 
7261—American Coal & Coke Co. vs. Mich. Cent. R. R. Co. 


March 3—Argument at Washington, D. C.: 
1. & S. Docket 11—The tap line case. 
March 4—Argument at Washington, D. C.: 7 
In the matter of the requirement of state authorities in the 
keeping of accounts, records and memoranda by carriers, 
subject to the Act to Regulate Commerce. 
HEARINGS BEFORE EXAMINER BROWN—TRAP CAR OR 


FERRY CAR SERVICE CHARGES. 


Detroit, Mich.—March 1. 
Cleveland, O.—March 3, 
Buffalo, N. Y.—March 5. 
Philadelphia, Pa.—March 8. 
Pittsburgh, Pa.—March 11. 
Cincinnati, O.—March 15. 
St. Louis, Mo.—March 18. 
Kansas City, Mo.—March 22. 
Chicago, Ill.—March 25. 





HEARINGS AT CHICAGO—COMMISSIONER DANIELS— 
1. AND S. DOCKET NO. 555—RATE INCREASES IN WEST- 
ERN CLASSIFICATION TERRITORY: 


Monday, February 15, Tuesday, February 16, Wednesday, Feb- 
ruary 17, Thursday, February 18—Respondents’ presentation 
of evidence supporting in general their claim that the pro- 
posed rates are reasonable. 

Friday, February 19, Saturday, February 20, Tuesday, February 
23, ‘Wednesday, February 24—Proposed increased rates on 
grain and grain products. Increase in minimum weight of 
grain and grain products in carloads. 


Thursday, February 25, Friday, February 26, Saturday, Febru- 
ary 27—Proposed increased rates on live stock, fresh meat, 
packing house products and fertilizer materials. 

Monday, March 1, Tuesday, March 2—Proposed increased rates 
on hay, straw and broomcorn. 

Wednesday, March 38, Thursday, March 4, Friday, March 5— 
Proposed increased rates on cotton piece goods. 

Saturday, March 6, Monday, March 8, Tuesday, March 9—Pro- 
posed increased rates on coal and coke. 

Wednesday, March 10—Open. 

Thursday, March 11, Friday, March 12—Proposed increased rates 
on fruits and vegetables. 

Saturday, March 13—Proposed increased rates on rice and rice 
products. 

Monday, March 15, Tweotey March 16, Wednesday, March 17, 
Thursday, March 18—Evidence of protestants and interveners 
in rebuttal of evidence obtained from carriers in the first four 
days of the hearing. 


DIGEST OF NEW COMPLAINTS 


~ Mey oe & Co., Washington, D. C., vs. Adams Express 
‘0. e bs 

Alleges unjust and unreasonable rates and regulations on 
shipments of cream to Washington. Asks for just and reason- 
able joint rates on a mileage scale. 

No, 7655. Bradley Timber and Railway Supply Co., Duluth, 
Minn., vs. M. St. P. & S. S. M, et al. 

Against a rate of 15c on lumber from Weergor, Wis., to 
Chicago as unjust and unreasonable to the extent it exceeded 
11%c. Asks for cease and desist order and reparation, 

No. 7656. John Miller Company, Ulen, Minn., vs. Northern Pac. 

Unjust and unreasonable rates on wheat, flax and coarse 
grain from Ulen to Duluth, the rate charged being lic and 
rate claimed 10c. Asks for reparation. 

No, 7662. Grand Rapids (Mich.) Assn. of Commerce et al. vs. 
Ann Arbor et al, 

Against rates on bituminous coal to Grand Rapids from 
mines in Ohio and West Virginia as unjust and unreason- 
able and unjustly discriminatory as compared with rates to 
Toledo, Detroit and other points from the same mines. Asks 
for maxima rates and through route or routes and reparation. 

No. 7663. Balfour Quarry Co., Asheville, N. C., vs. Southern. 

Alleges unjust and unreasonable charges on crushed stone 
from Montford and Rockliff, N. C., to points in South Caro- 
lina. Asks for just and reasonable rates and reparation. 
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No. 7665. William Meyer Co., Chicago, vs. Atchison. 

Alleges unjust and unreasonable rates on electrical ma- 
chinery from Chicago to Los Angeles. Asks for a first class 
rating and reparation. 

No. 7664, Palmer Lime and Cement Co., New York, vs. Penn- 
sylvania R. R. 

Against a rate of $1.80 per ton on lime and lime materials 
from York, Pa., to New York City as unjust and unreason- 
able. Asks for a reasonable maximum rate and reparation. 

No. 7666. Headley Lumber Co., Lexington, Ky., vs. New Or- 
leans Great Northern et al. 

Alleges unjust and unreasonable rates and charges on lum- 
ber from Tylertown, Miss., to points in West Virginia, Ohio, 
Indiana, due to misrouting. Asks for a cease and desist order 
and the application of joint through rates and reparation. 

No. 7656, Sub. No. 1. T. H. Froslee, Vining, Minn., vs, North- 
ern Pacific. 

Same as preceding on shipments from Vining to head of the 
lakes, rate charged being 9%c and rate claimed being 8.2c 
and 9.3c. Reparation asked. 

ie a ale John Young et al. of La Moure, N. D., vs. L. & N. 
e : 

Alleges unjust and umreasonable rates on automobiles, 
binder twine and car farm implements, etc., from Chicago to 
La Moure and Berlin, N. D. Asks for just and reasonable 
rates and reparation. 

a Hydraulic Press Brick Co., Zanesville, O., vs. Pa. Co. 
et al, 

Alleges unjust and uMmreasonable rates on brick from the 
Hocking, Shawnee and Zanesville groups to Huntington, W. 
Va. Asks for just and reasonable rates and reparation. 

No. 7659. Commercial Club of Omaha vs. A. T. & S. F. et al. 

Alleges unjust and umreasonable rates on alcohol, high 
wines, spirits, whiskey and brandy from Omaha to points in 
Montana, Washington, Oregon and California. Asks for just, 
reasonable and non-discriminatory rates. 

No. 7660, A. S. Pierce, Rhinelander, Wis., vs. C. & N. W. et al. 

Alleges overcharges on shipments of lumber from Rhine- 
lander and Odanah, Wis., to points in the switching district 
of Chicago. Asks for reparation. 

No. 7660, Sub. ‘No. 1. J. S. Stearns Lumber Co. vs. C. & N. W. 
* Same as the foregoing. 

No. 7661, Boston Brick Co., Boston, Mass., vs. B. & M. et al. 

Alleges unjust and unreasonable rates on common brick 
from Gonic, N H., to Boston. Asks for reasonable rates and 
reparation. 

No, 7667. Jackson (Mich.) Chamber of Commerce vs. Pitts- 
burgh & Lake Erie. 

Alleges that the rate of $1.60 on bituminous coal from the 
Pittsburgh district to Jackson is unjust and unreasonable, 
both absolutely and relatively, unduly prejudicial and un- 
justly discriminatory against Jackson. Asks for just and 
reasonable rates and such orders as may be necessary. 

‘No, 7668. Battle Creek (Mich.) Chamber of Commerce, Kalama- 
zoo Commercial Club and Michigan Paper Mills Traffic Assn. 
vs. Pennsylvania Co, et al. 

Allege that the rate of $1.85 on coal from the Pittsburgh 
district to Battle Creek, Kalamazoo, Three Rivers, Vicks- 
burg, Otsego and Plainwell, Mich., is absolutely and relatively 
unjust and unreasonable, unduly prejudicial and unjustly dis- 
criminatory. Asks for just and reasonable rates. 

No. 7669, Cartercar Co. et al. vs. Grand Trunk of Canada et al. 

Against a rate of $1.80 on coal from Pittsburgh district to 
ne as unjust and uMreasonable. Ask for reasonable 
rates. 

No. 7676. E. J. Johnson, Albuquerque, N. M., vs. A. T. & S. F. 

Unlawful and unreasonable discrimination against complain- 
ant and against Albuquerque in connection with the sale of 
round trip passenger tickets from Chicago, IIl., to San Diego, 
Calif., via Albuquerque. Cease and desist order and repara- 
tion asked for. | 


No. 7670, James C. Smith Hide Co., St. Joseph, Mo., vs. Ft. 
Worth & Rio Grande et al. 

Against a rate of 46c on hides, pelts, skins and tallow from 
Brownwood, Tex., to Kansas City, Mo., as unjust, unreason- 
able and unduly prejudicial in that they exceed the rates 
contemporaneously in effect on packing house products. Ask 
for reparation to the basis of an established rate of 3lc. 


No. 7671. Centennial School Supply Co., Grand Rapids, Mich., 
vs. Atchison, Topeka & Santa Fe. 

Unjust and unreasonable charges on school furniture in so 
far as it exceeded the third class rate applicable to furniture 
between Grand Rapids and Jerome, Ark. Just and reasonable 
rates asked and reparation. 

No. 7672. Strickland-Greene Furniture Co., Birmingham, Ala., 
vs. Galveston, Harrisburg & San Antonio et al. 

Unjust and unreasonable rates charged on shipments of 
household goods from Birmingham, Ala., to San Antonio, Tex. 
Cease and desist order, establishment of maxima rates and 
reparation asked for. 

No. 7673. Lindsay-Walker Co., Billings, Mont., vs. Northern 
Pacific et al. 

Unjust and unreasonable rates on nuts from Pomona, Calif., 
to Billings, Mont. Just and reasonable rates asked for and 
reparation. 

No. 7674. H. A. Heaoon, Ackerman, Miss., and Chicago, IIl., vs. 
Illinois Central. 

Against a rate of $1 per 100 pounds on shipments of vehicles 
from Indianapolis, Ind., to Ackerman, Miss. Asks for a rate 
of 96c and reparation. ° 

No, 7675. A. George Schulz Co., Milwaukee, Wis., vs. C. M. & 
St. P. et al. 

Against a rate of 24.lc on paper boxes in bundles, Milwau- 
kee, Wis., to Rockford, Ill,, as unreasonable, excessive, unjust 
= unduly discriminatory. Asks for rate of 10c and repara- 

on, 

No. 7677. H. K. Mulford Co., Philadelphia, Pa., vs. Pennsyl- 
vania Co. et al, 

Against a joint rate of $3.70 per 100 pounds on drugs and 
chemicals, L. C. L., from Philadelphia to the Pacific Coast, 
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being an increase of 85 per cent over the rates in effect 
previous to Nov. 15, 1914. Ask for just and reasonable max- 
ima rates and reparation. 

No. 7678. Arizona Stores Co., Kingman, Ariz., vs. Atchison, To- 
peka & Santa Fe. 

Against a rate of $1.12 per 100 pounds on carload shipments 
of flour and mixed carload shipments of flour and corn meal 
from points in Kansas, Nebraska, Colorado, Missouri and 
Minnesota to Kingman, Ariz., as unjust and unreasonable. 
Asks for a rate not to exceed 65c and reparation. 

No. 7678, Sub. No. 1. Chas. Carsh, Winslow, Ariz., vs. Atchison, 
Topeka & Santa Fe. 

Against a rate of $1.11 on shipments of flour and mixed 
carload shipments of flour and corn meal from points in 
Kansas, Nebraska and Kansas City to Winslow, Ariz., as 
— and unreasonable. Asks for a rate of 65c and repara- 

on. 

No. 7678, Sub. No. 2. Gaddis & Perry Co., Kingman, Ariz., vs. 
Atchison, Topeka & Santa Fe. 

Against a rate of $1.12 on flour and corn meal from points 
in Kansas and Colorado to Kingman, Ariz., and against a 
rate of $1.36 from Lamar, Colo., as excessive, unjust and 
unreasonable. Asks for a rate of 65c and reparation. 

No, 7679. Duluth Log Co., Duluth, vs. Minneapolis, St. Paul & 
Sault Ste. Marie et al. , 

Excessive charges on shipments of logs from Remer, Minn., 
to Galesburg, Ill., by reason of failure to make full allowance 
for tare. Reparation asked for. 

No, 7583, Sub. No. 5. Baker & Hamilton, San Francisco and 
Los Angeles, vs. Atchison. 

Asks for reparation under Los Angeles switching case de- 
cision. 

No. 7583, Sub. No. 6. Pacific Portland Cement Co., Consoli- 
dated, and Baker & Hamilton vs. Southern Pacific. 

Ask for reparation under San Francisco switching case. 

No. 7583, Sub. No. 7. Baker & Hamilton vs. Western Pacific. 

Reparation under the Los Angeles case. z 

No. 7597, Sub. No. 7. Julian Produce Co. et al., San Diego, vs. 
Atchison. 

Reparation under Los Angeles case. : 

No. 7597, Sub, No. 8. Baker & Hamilton, San Francisco and 
Los Angeles, vs. San Pedro, Los Angeles & Salt Lake. 
Reparation under the Los Angeles case. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
Washington office of The Traffic Service Bureau at a nominal 
charge.) 








No. A951, Case No. 4799. J. W. Leavitt & Co. vs. L. 8S. & 
M. S. Ry. Co. et al. Upon rehearing, Held: That defendants’ 
refusal to make an allowance of 500 pounds for dunnage on 
carload shipments of automobiles in box cars from Toledo, O., 
to San Francisco, Cal., is not shown to be unreasonable or 
unduly prejudicial. Complaint dismissed. 


No. A952, Case No. 4880. Thomas Produce Co. vs. C. M. & 
St. P. Ry. Co. et al. The collection of a refrigeration charge on 
a carload of onions and rutabagas shipped from Green Bay, 
Wis., to Waco, Tex., not found under the circumstances of the 
case > have been unlawful or unreasonable. Complaint dis- 
missed. 

No. A953, Case No. 5989. J. W. Leavitt & Co. et al. vs. L. 
S. & M. S. Ry. et al. Following Leavitt & Co. vs. L. S. & M. S. 
Co., Unreported Opinion No. A951, defendants’ refusal to make 
allowance for the weight of dunnage used in connection with 
carload shipments of automobiles in box cars from eastern 
points to Pacific coast points not found unreasonable or unduly 
prejudicial. Complaint dismissed. 

No. A955, Case No. 5142. Alexandria Traffic Bureau vs. M. 
La. & Tex. R. R. & S. S. Co. et al. Rate of 45c per 100 pounds 
for the transportation of canned goods in carloads from Balti- 
‘more and other points in Maryland to Alexandria, La., not 
found unreasonable or unduly prejudicial. Complaint dismissed. 

No. A962, I. & S. Docket No. 261. Illinois-Minnesota coal 
rates. Proposed cancellation of through routes and joint rates 
on coal from Sorento, Panama and Coffeen, IIl., to stations on 
the lines of the C. M. & St. P. Ry. in the northwest found not 
to have been justified. 

No. A950, I. & S. Docket No. 508. Rates on brewers’ rice, New 
Orleans, La., and other points to Dallas and other destinations 
in Texas. Proposed increased commodity rates on brewers’ 
rice in carloads from New Orleans, La., and other points to Dal- 
las, Fort Worth and San Antonio, Tex., found not justified and 
directed to be canceled. 

No. A958, Case No. 5625. Millers’ Grain Co. vs. A. T. & S. 
F. Ry. Co. et al. Rates charged for the transportation, in 1912, 
of certain carload shipments of wheat from Wilmore, Kan., to 
Phoenix, Mesa, Tucson and Safford, Ariz., found to have been 
unreasonable. Reparation awarded. 

No. A957, Case No. 6816, United States of America vs. P. 
R. R. Co. et al. Defendant’s tariff regulations prohibit the appli- 
cation of export rates on structural iron and steel shipped from 
Baltimore, Md., consigned to the Navy Yard at Philadelphia, Pa., 
when for export to foreign possessions of the United States, 
although they permit the application of the export rates when 
the traffic is delivered over railroad terminals, and if need be, 
lightered to a government transport lying at a Navy Yard dock. 
i That the restriction is not unreasonable. Complaint dis- 
missed. 

‘No. A959, Case No. 4921. Harold Berrum vs. Indiana Harbor 
Belt R. R. Co. et al. Charges for the transportation of asphalt 
Shingles from Argo, Ill., to Logan, Utah, were collected upon 
basis of a carload minimum and a commodity rate which were 
not applicable. Such charges held to have been unlawful to the 
extent that they exceeded the charges which would have ac- 
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crued upon basis of the less than carload class rate applied to 


the actual weight of the shipment. Demurrage charges which 
accrued found to have been unlawfully collected. Case held 
open for further proof of complainant’s right to reparation. 

No, A961, Case 5004. Albert Miller & Co. vs. C. St. P. M. & 
O. Ry. Co. et al, Case No. 5040, Same vs. C. & N. W. Ry. Co. 
et al. Case No. 5040, Sub. No. 1, Same vs. Green Bay & West. 
R. R. Co. et al. Case No, 5040, Sub. No. 2, Same vs. M. St. P. 
& S. S. M. Ry. Co. et al. Case No 5040, Sub. No. 3, Same vs. 
Green Bay & West. Ry. Co. et al. Complainants having failed 
to show any overcharges upon carload shipments of potatoes 
from Wisconsin points to various destinations in Kansas, Okla- 
homa and Texas, the complaints are dismissed. 


PERSONAL NOTES 


B. G. Tharpe, appointed traffic manager for Straus & 
Schram Co., Chicago, effective January 15, was born June 
16, 1881, at Chanute, Kan. He has had twelve years’ 





= 


B. G. THARPE. 





experience in traffic, engaging first in this line with the 
Michigan Centra] Railroad as a clerk in the local freight 
office, at the age of twenty-two. He was subsequently pro- 
moted to route clerk, rate clerk and chief clerk in the local 
freight department of that road, serving in this capacity 
both in Chicago and Detroit. July 1, 1913, Mr. Tharpe 
resigned from his position with the Michigan Central to 
accept the traffic managership of the Searchlight Gas Co., 
Chicago, and remained with this company until October 
1, when he resigned to become assistant traffic manager of 
Straus & Schram Co., holding that place until January 15, 
when he was promoted. 


He has been a member of the Chicago Traffic Club 
and the Sunday Evening Club for a number of years, and 
is well known in traffic circles. 


H. Bortin, formerly engineer in charge of the valua- 
tion department of the Union Pacific Railroad for four 
years and lately assistant to the general secretary of the 
Presidents’ Conference Committee on Federal Valuation 
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of the Railroads, announces his entry into private prac- 
tice as consulting valuation engineer, with office at New 
York City. 

F. L. Wemple, acting general freight and passenger 
agent of the Mexico North Western at Ciudad Juarez, 
Chih, Mexico, has been appointed general freight and 
passenger agent, with office at Ciudad, Juarez. 


T. F. Steele, freight traffic manager of the New Or- 
leans & Northeastern Railroad, Alabama & Vicksburg 
Railway and Vicksburg, Shreveport & Pacific Railway, has 
been appointed vice-president and traffic manager, with 
office at New Orleans, La. 

G. J. Mitchell, commercial agent of the Carolina, 
Clinchfield & Ohio, has been transferred from Columbia, 
S. C., to Charlotte, N. C., succeeding J. I. Sabiston, and 
J. E. Scott has been appointed commercial agent, at Co- 
lumbia, succeeding Mr. Mitchell. 


The Kentucky & Tennessee Railway announces the 
following changes, effective February 1: <A. J. Russell 
is appointed traffic manager, vice H. L. Burch, resigned; 
L. C. Bruce is appointed assistant general freight and 
passenger agent; the office of chief clerk is abolished. 

The Michigan Central Railroad Co., law department, 
announces the following appointments, effective February 
1: William W. Collin, Jr., is appointed commerce counsel, 
with headquarters at Chicago; Ernest S. Ballard is ap- 
pointed commerce counsel, with headquarters at New York. 

The Southern Railway Co. announces the following 
appointments, effective February 1: K. B. Hannigan, 
assistant general freight agent, St. Louis, Mo., in charge 
of solicitation in St. Louis territory; C. F. Lauer, com- 
mercial agent, St. Louis, Mo., vice K. B. Hannigan, pro- 
moted; R. W. Hughes, freight soliciting agent, St. Louis, 
Mo., vice C. F. Lauer, promoted. 


J. W. Orr has been appointed comptroller of the 
Pennsylvania Co., the Pittsburgh, Cincinnati, Chicago & 
St. Louis Railway Co., effective February 1, to succeed 
John W. Renner, retired under pension regulations. Mr. 
Renner, after a continuous period of service with the 
Pennsylvania System lines of more than fifty-three years, 
retires from active duty, having reached the age limit for 
employment. 


The White Pass & Yukon Route, comprising the Pa- 
cific & Arctic Railway & Navigation Co., the British Co- 
lumbia Yukon Railway Co., the British Yukon Railway 
Co., the British Yukon Navigation Co., Ltd., and connect- 
ing carrier, American Yukon Navigation Co., announces 
the following changes in the official staff: F. C. Elliott 
has been elected president of all the companies; Herbert 
Wheeler, general manager; A. F. Zipf, traffic manager; 
Herman Weig, general passenger agent; W. D. Gordon, 
superintendent, River division; C. W. Cash, superintendent 
mail service department, and Walter H. Smith, secretary 
of the Pacific & Arctic Railway & Navigation Co. 


The general executive committee of the Railway Busi- 
ness Association for 1915 is announced as follows, being 
made up of the elected president, treasurer and vice- 
presidents and the appointed executive members: Presi- 
dent, George A. Post; treasurer, M. S. Clayton; vice- 
presidents, S. P. Bush, Alba B. Johnson, H. G. Prout, 
W. G. Pearce, W. H. Cottingham, W. B. Leach, E. B. 
Leigh; executive members, J. C. Bradley, W. E. Clow, 
J. S. Coffin, O. H. Cutler, Henry Elliot, Irving T. Hartz, 
F. T. Heffelfinger, H. H. Hewitt, J. M. Hopkins, A. M. 
Kittredge, Robert P. Lamont, F. J. Lanahan, W. H. Mar- 
shall, Stephen C. Mason, A: H. Mulliken, Rudolph Ort- 
mann, S. F. Pryor, W. W. Salmon, Justus H. Schwacke, 
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G. W. Simmons, George T. Smith, James S. Stevenson, 
H. H. Westinghouse, W. W. Willits. 


DOINGS OF THE TRAFFIC CLUBS 


The annual dinner of the Traffic Club of Chicago will 
be held in the ballroom, Hotel La Salle, February 25. 








The Traffic Club of Philadelphia will hold its annual 
election February 8. 





The Transportation Club of Detroit will hold its 
twelfth annual meeting and election of officers to-night. 





At a meeting of the Traffic Club of New York, Friday 
evening, January 29, Martin B. Madden of Illinois gave an 
address on the Panama Canal, illustrated with moving pic- 
tures. Dr; Woods Hutchinson also gave a talk on sani- 
tation not only in the canal zone, but as to what may be 
done in many other places for the eradication of evils 
ruinous to public health. The club rarely takes a decided 
stand on specific public questions, but on this occasion, and 
pursuant to a recommendation of its committee on public 
affairs, a resolution was adopted declaring the organization 
“strongly opposed” to “the enactment of legislation pro- 
viding that the government shall purchase and operate 
merchant vessels, for the reason that we regard it unsound 
in principle, a dangerous precedent, threatening our demo- 
cratic institutions and most likely to involve the United 
States in war.” The annual dinner of the club will be 
held at the Hotel Astor Saturday evening, February 13. 
Addresses will be delivered by Prof. Nicholas Murray But- 
ler of Columbia University, Victor J. Dowling and one other 
speaker not yet announced, but who may be Governor Whit- 
man of New York. 





At the noonday luncheon of the Traffic Club of St. 
Louis, January 21, at which there was a large attendance 
of. railroad and industrial traffic managers, Oliver H. 
Greene presided. Informl talks were made by Samuel A. 
Felton, president, C. & G. W. Railroad, Clarence A. How- 
ard, president, Commonwealth Steel Co., and E. N. Hurley, 
president of the Illinois Manufacturers’ Association, who 
spoke on foreign trade. 





The Traffic Club of Kansas City, with a membership 
of over 300 traffic men of industrial and transportation 
lines, has entered upon its second year with encouraging 
prospects. The spirit of the times—that of co-operation— 
is exemplified in the meetings of this club. The closer 
acquaintance of shippers’ representatives with transporta- 
tion representatives develops beneficially to both, and 
the club is endeavoring to further these results by holding 
frequent meetings for discussion of subjects pertinent and 
of interest to its members. These meetings are in the 
nature of luncheons and dinners, which are addressed 
by speakers well informed on the various traffic subjects. 
On Monday, February 1, the Traffic Club gave a luncheon 
at the Baltimore Hotel, with J. W. Newell, auditor of 
freight accounts, Burlington Railway, as the speaker, his 
subject being “Freight Adjustments.” The attendance 
was 125. Co-operation was the keynote of Mr. Newell’s 
address. “Co-operation,” said he, “is the only means of 
solving the claim problem, and this the roads are earnestly 
striving to obtain.” 





Believing that co-operation and efficiency are pro 
moted by establishing good fellowship among the men in 
an office, it has been the custom of the freight claim 
department of the New York Central Railroad to hold 
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outings and dinners from time to time. One of the most 
enjoyable of these occasions was the annual banquet, held 
January 16, at the Hotel Albert, New York City, 140 at- 
tending. This occasion took the form of a reunion of 
present and former employes, about 30 of the latter being 
present. Robert L. Calkins, freight claim agent, who 
has just entered upon his fortieth year of service with 
the company, was the guest of honor, and Thomas A. 
Ward, chief clerk, was toastmaster. Addresses were Made 
by R. L. Calkins; J. K. Lovell, assistant freight claim 
agent; H. G. Brooks, district freight claim agent at 
Albany; W. H. Benjamin, special agent; S. B. Hepburn, 
A. L. Green, C. J. Conklin, J. A. Sands and J. E Irvine 
of the office staff; also A. W. Peene, J. T. Nicoll and 
E. H. Loomis, formerly employed in the department. 
George F. Hunter, statistician, composed the following 
lines for the occasion: 


Listen, friends, if you want to know 

Who pays for your failings and puts up the dough 
To appease the wrath of the consignee, : 
Or the shipper, perhaps, as the case may be. 


Our Claim Department, you can bet your hat, 

And we do it right, you may bank on that. 

For they want pay quick from the big corporation, 
Though their bills to one another take a long vacation. 


If you use a bum weight, or assess wrong rate, 

Or load goods wrong, so they turn up late; 

Or freight moves slow, or trains take the ditch, 
We have to foot the bills, it doesn’t matter which. 


But we should worry, for the time is come 
For a good turkey dinner and lots of fun, 
That all may leave here as happy as can be, 
Is the hope of the Claim Department of the N. Y. C. 





The sixth annual dinner of the Traffic Club of New- 
ark, N. J., was held January 15. The speakers were 
Thomas L. Raymond, mayor of Newark; Edward C. Stokes, 
former governor of New Jersey; Dr. Joseph French John- 
son, dean of the faculty of New York University and 
president of the Alexander Hamilton Institute, and the 
Rev. William Warren Giles, pastor of the First Reformed 
Church of East Orange. The guests were called by bugle 
from the reception rooms to gather and feast at Camp 
Frank E. Stone. Progress, however, was for a moment 
barred by uniformed soldiers with menacing guns at the 
Recruiting Station, who requested enlistment in the Traf- 
fic Club Army. With this detail disposed of, the guests 
entered the banquet hall, where a scene of wonder and 
amazement greeted them. The room was decorated with 
flags, tents in every available space, and on the speakers’ 
table, known as Division Headquarters, toy soldiers pre- 
sented a miniature battle front. The other tables were 
designated as regiments. The waiters, in army uniforms, 
led by’ Captain McGuinness and his two aides, Lair and 
Sheridan, were grouped in an avenue of honor through 
which those seated at Division Headquarters passed, after 
which invocation was made by the Rev. Berryman H. 
McCoy, pastor of Watsessing M. E. Church. From then 
on things happened in quick succession. A spy was dis- 


covered in the presence of no other person than Vice- 
President Ruehl, and he was brought before General 
Stone, who ordered an immediate search. On his person 
were found the club’s Year Book and the bowling scores 
of team Shippers C, whereupon he was ordered shot and 
was carried from the field by Red Cross nurses. 


“The 
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Star Spangled Banner’ was lustily sung and when it was 
about half finished the room was thrown into darkness, 
except for a searchlight, which played upon the Stars and 
Stripes, and from the flag to a miniature aeroplane, which 
glided about, to a group at the camp-fire, singing a medley 
of old-fashioned songs. When the lights reappeared sparks 
from a wireless told of some important dispatches, which 
proved to be congratulations from absent friends. Dark- 
ness again flooded the hall and, to the strains of “Yankee 
Doodle,” the searchlight opened a pathway through which 
three figures passed, representing the “Spirit of ’76,” and, 
as a climax to these scenes, a dove was released to fly 
away with tokens of peace. H. B. R. Potter, who acted 
as toastmaster, brought the assembly back to actual sur- 
roundings, and the speeches of the evening were listened 
to. The dinner committee was composed of W. W. Finley, 
Jr., chairman: W. John Creighton, W. A. Ruehl, W. S. 
Marlatt, A. Preston Jump and C. E. McCullough. 





Passenger night was celebrated by the Grand Rapids 
Traffic Club at its monthly meeting on January 21. An 
enthusiastic gathering of members was present to welcome 
the large number of Chicago passenger representatives 
who were the guests at this meeting. Instrumental: music 
and singing, part of which was furnished by the Mendels- 
sohn Quartet, added much to the enjoyment of the occa- 
sion. “The Interchange” made its initial appearance with 
the January edition and was the recipient of much favor- 
able comment. It is planned to publish this magazine 
monthly as the official publication of the club, for dis- 
tribution among its members. President B. C. Leaven- 
worth was chairman and introduced as the principal 
speaker M. H. Bohreer, district passenger agent of the 
Mobile & Ohio Railroad, Chicago. Mr. Bohreer spoke of 
the interlocking relation of the industrial and passenger 
traffic men. He remarked that it is not the manufacturer, 
nor the business men, nor the man who has to travel 
much, who is doing the loud talking about advancing 
passenger rates, “but it is the man who travels but once 
or twice at most in a whole year.” Mr. Bohreer insisted 
that with the advance in passenger rates asked for, the 
railroads will be able to do business at a fair profit. “The 
condition of business on the railroads is a true barometer 
of industrial conditions,” he said, “and if we want this 
country to return to a prosperous condition we must put 
the railroads in position to do business that will be truly 
reflected in all other lines.” H. K. McEvoy, general agent 
passenger department of the Chicago & Alton, entertained 
the audience with an exhibition of “magic.” His work 
was clever. A short talk was also given by Park Robbins, 
general passenger agent of the Goodrich Transit Co., 
Chicago. Officers will be elected at the annual meeting, 
February 18. 


MINIMUM FOR OIL BY PIPE LINE 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C 





The question as to what constitutes a reasonable mini- 
mum in the transportation of crude oil by pipe line is raised 
in the suspension by the Commission of Magnolia, I. C. C. 
No. 3, from February 1 to June 1. The suspended tariff 
requires, in one of its rules, that when a producer under- 
takes to gather oil for transportation through its pipe lines, 
he must provide himself with a steel tank having a ca- 
pacity of 27,500 barrels, to be situated within 2,000 feet of 
the shipping station of the pipe-line company. In addition 
the shipper is to provide a right of way for pipe-line con- 
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nection, if the pipe-line company does not already own a 
right of way. 

Such a rule in a railroad tariff would be laughed out 
of the Commission, but transportation by pipe line is such 
a new business that the tests applied to tariffs for the ordi- 
nary kind of transportation may not be applied. It has 
been alleged that the 25,000 minimum is a ridiculous re- 
quirement, but even if it were found to be all right, the 
question would remain as to whether a transportation com: 
pany may require a shipper to provide storage facilities 
is one the Commission will have to pass upon. In ordinary 
transportation a railroad company would not think of try- 
ing to say to a shipper how he should gather his freight 
so as to make up a carload minimum. 


A. E. R. A. MEETING 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The sixth midyear meeting of the American Electric 
Railway Association was held at the New Willard Hotel, 
in Washington, January 29. The regular convention, in 
which the American Electric Railway Manufacturers’ 
Association joins, with an exhibition of appliances, was 
held at Atlantic City in October.. The midyear meeting 
is for the discussion of questions growing out of the 
relations of the public utility corporations with the 
public. 

At the Friday morning session two formal addresses 
were delivered, and these were discussed by members 
assigned to express the thoughts that came into their 
minds during the delivery of the formal speeches. Col. 
T. S. Williams, president of the Brooklyn Rapid Transit 
System, elaborated upon the “Code of Principles” adopted 
by the association at its meeting at Atlantic City in 
October. The code consists of ten declarations to the 
effect that the first obligation of the public utility is 
service to the public; the first essential of service is 
safety; that regulated private ownership and operation 
are more conducive to good service and public welfare 
than government ownership and operation, because the 
latter are incompatible with administrative initiative, 
economy and efficiency; that it is in the interest of the 
public and good service that local transportation should 
be a state-regulated monopoly; that short-term franchises 
are detrimental to civic welfare and growth because 
they ultimately check the extension of facilities and dis- 
courage good service; that there must be a fair return 
on capitalization legally authorized; that corporations 
so capitalized should be protected against excessive de- 
mands of labor and strikers; that the ownership of 
securities by holding companies is economically sound, 
for it distributes the risk of varying business conditions 
of a single locality or company; that in the valuation of 
electric railways all methods of valuation should receive 
due consideration, and, finally, that full and frank pub- 
licity should be the policy of all transportation com- 
panies, to the end that the public generally and the in- 
vestor may have information needed for their guidance. 

These propositions were also discussed by Guy E. 
Tripp, chairman of the board of directors of the Westing- 
house Electric & Manufacturing Co., and M. C. Brush, 
second vice-president of the Boston Elevated. 

N. C. Kingsbury, vice-president of the American 


Telephone & Telegraph Co., delivered the formal address 
on Public Service and Publicity, going to the farthest 
extreme in advocating the giving of information upon 
which the public can form a judgment of the service 
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rendered by public utility companies and as to whether 
the public is paying too much for it. One of the points 
he made was that wherever there is a public growl 
against a company, on the theory that it is making too 
much money, is to invite the public to buy the securities 
of the company and thus find out whether it is a robber 
concern, 

W. Caryl Ely, former president of the association; 
E. G. Connette, president of the International Railway, 
at Buffalo, and Wilbur C. Fisk, president of the Hudson 
& Manhattan, were appointed to discuss that paper. 


At the afternoon session Senator Weeks of Massa- 
chusetts addressed the meeting on Financial Legislation 
as Affecting Public Utilities, his purpose being to point 
out the benefits of the federal reserve law; J. D. Mor- 
timer, president of the North American Co. of New 
York, and J. H. Pardee, president of the White Man- 
agement Corporation, discussed the.same subject. 


The big event of the meeting, of course, was the 
business speech made by President Wilson, in the middle 
of the afternoon session. It was looked upon as the 
President’s justification of the course of his administra- 
tion toward business of all kinds, The association did 
not ask him to discuss any particular subject, being 
glad to have him take up any subject or phase of any 
subject that pleased him. 

At a joint dinner of the Railway Association and 
the Railway Manufacturers’ Association, Friday evening, 
speeches were made by C. C. Pierce, vice-president of 
the manufacturers’ association; Representative Sherley 
of Kentucky; Representative Montague, former governor 
of Virginia; C. L. Henry, first vice-president of the 
Electric Railway Association and builder of the first 
interurban line, that from Anderson to Alexandria, Ind. 
He is said to have been the first user of the word inter- 
urban. 


MISSISSIPPI RIVER CASE. 


In case No. 4424, the Mississippi River Case, State of 
Iowa et al. vs. The Atchison, Topeka & Santa Fe Railway 
Co. et al., the Interstate Commerce Commission holds that 
because rates on sugar and on burlaps and burlap bags from 
Atlantic seaboard territory to the upper Mississippi River 
crossings were strongly influenced, if not controlled, by the 
rates on the same commodities from the Gulf ports, excep- 
tions were made as to the rates on those commodities in 
the original adjustments of rates in this case; that that 
influence or control] still exists, and that said exceptions 
should still be permitted, and it orders that the defendants, 
in so far as they participate in the traffic, be authorized 
to establish and maintain rates on sugar and burlaps and 
burlap bags from Atlantic seaboard territory to said upper 
Mississippi River crossings, including Keokuk, Fort Madi- 
son, Burlington, Muscatine, Davenport, Clinton and Du- 
buque, Iowa, which shall not exceed the. rates contempora- 
neously maintained on the same commodities from said 
points of origin to St. Louis, Mo., by more than 6 cents per 
100 pounds on sugar and by more than 2 cents per 100 
pounds on burlaps and burlap bags. It is ordered that, 
except as specifically changed, the orders entered of June 
17, 1918, and Dec. 29, 1914, shall remain in full force 
and effect. 

The Commission has dismissed, without prejudice, 
Docket No. 5841, Kelly’s Creek Colliery Co. vs. Kanawha 
& Michigan, and three sub-complaints thereunder, all in 
volving the same question. 





F 


pel 
Co! 
no 

wo’ 
the 
ney 


Cor 
one 
of 
Col 
Mis. 
him 
den 
may 
a le 
lege 
asso 
libre 
Kap: 
frate 
pora 
kans 
whic 
not ¢ 
caise 
withe 
let 
for M 
law 
such 
felt 1 
when 
tionai 
briefs 
M 
is she 
Patter 
yellow 
hot ab 
degree 
years 
the ba 
Sphere 
in Par 
Code ] 
1885 a 








her 
nts 
owl 
too 
ties 
ber 


on; 
yay, 
son 


ssa- 
tion 
oint 
for- 
New 
{an- 


the 
ddle 
the 
stra- 
did 
eing 
any 


and 
1ing, 
t of 
arley 
rnor 
the 
first 
Ind. 
nter- 


te of 
ilway 
that 
from 
River 
y the 
xcep- 
es in 
that 
tions 
jants, 
prized 
s and 
upper 
Madi- 
i Du- 
apora- 
1 said 
ts per 
ar 100 
that, 
+ June 
force 


udice, 
nawha 
all in- 





February 6, 1915 





By A. 


Henry Clay Hall, who stands for the far western and 
intermountain views on railroad regulation, if geography 
can have any influence on a man’s thoughts on that mat- 
ter, is the member of the court who “got the cussing at 
the corner grocery” which it is the privilege of the loser 
in a litigation to deliver. The delay in the confirmation 
of his nomination to succeed himself as a member of the 
Interstate Commerce Commission is 
the “cussing” Clifford Thorne and 
others opposing the five per cent 
advance were entitled to unload. 
Perchance there may have been 
something added to the biting power 
of the blessing, because President 
Wilson is reported to have used the 
persuasive influence of his power on 
Commissioner Hall, but that is of 
no importance. The inverted praise 
would have been delivered even if 


the presidential persuasion had 
never been mentioned. ; 
Mr. Hall is a member of the 


Commission because he was a “live 
one” in the far from comatose state 
of Colorado. Senator Thomas of 
Colorado, one of the six or eight 
Mississippians in the Senate, brought 
him to the attention of the Presi- 
dent. Mr. Hall had been elected 
mayor of Colorado Springs. He was 
a lecturer in law at Colorado Col- 
lege, vice-president of the state bar 
association, a trustee of the Carnegie 
library, a member of the Delta 
Kappa Epsilon and Phi Beta Kappa 
fraternities, attorney for many cor- 
porations, and especially ‘of the Ar- 
kansas, Louisiana & Gulf. 

There was no civic matter in 
which he was not a prominent figure, 
not even excluding the Circle Fran- 
caise. In fact, that organization 
without him would have been Ham- 
let without the melancholy Dane, 
for Mr. Hall had lived and practiced 
law in Paris, which presupposes 
such familiarity with French that he 
felt none of the joys of discovery 
when he ran across the word “ques- 
tionaire” in William A. Glasgow’s 
briefs. 

Mr. Hall was born in New York, Jan. 3, 1860. He 
is short, inclined to stockiness, and enough of a stand- 
patter to ignore the decree of fashion that the flowing 
yellow mustache such as his Saxon ancestors wore is 
not absolutely necessary. Amherst gave him his master’s 
degree in 1881 and Columbia Law School his LL.B. two 
years later. That same year New York called him to 
the bar of the law, but instead of practicing within the 
Sphere of influence of Tammany he sought his fortune 
in Paris, where the civil law is the foundation and th- 
Code Napoleon the superstructure. He went thither in 
1885 and remained for seven years, being counsel for 
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(Photo by Harris & Ewing.) 
HENRY CLAY HALL. 


of the majority, against the advance, there was an in- 


E. Heiss 


the American legation from 1888 to 1892, which is the 
reverse of what might have been expected, since he is 
a Democrat, and for three of the four years he held that 
office there was a Republican administration in Washing- 
ton. Ill health sent him to Colorado in 1892. But when 


he regained his strength he returned neither to Paris 
nor to 


He found his fortune in the West. 

As a member of the Interstate 
Commerce Commission, he has not 
yet identified himself with any par- 
ticular subject. There is no par- 
ticular line of work, which, when 
it comes under notice causes any- 
one to remark, “Huh, that’s Hall.” 
The division of inquiry is under his 
control. That branch of the service 
has been coming more into public 
attention by reason of the large 
number of indictments returned 
against both shippers and railroads 
or railroad employes in the last six 
or eight months. Who knows but 
that, now that nearly every other 
conceivable phase of the subject of 
regulation has been brought into the 
spotlight, it will remain for Mr. Hall 
to show that the principles set 
forth in the Act to regulate com- 
merce are so well known that it is 
proper to ask the enforcement of 
the law by resort to the penal sec- 
tions rather than to the others? The 
act is so drawn that it is possible 
to resort to the police-court part 
of it with comparative ease. As to 
whether juries would countenance 
that method by returning verdicts 
of guilty, when the indicted ones 
fight is something still to be learned. 
Thus far the indicted ones prefer 
pleas of not guilty or nolo con- 
tendere to fighting. 

In a way Commissioner Hall 
stands before the public with a de- 
fense similar to that which Colonel 
Roosevelt made when he was at- 
tacked for allowing the United 
States Steel Corporation to take 
over the Tennessee Coal and Iron 
Co. in the bank panic of 1907. 
Roosevelt justified himself on the ground that if he had 
not allowed the consolidation the panic would have spread 
farther and its effect.would have been worse. If the five 
per cent advance had not been allowed, the probabilities 
are that the refusal of the Commission would have had 
an evil effect, greater perhaps than the facts warranted. 
The effect of the advance is largely psychological. The 
net will not be increased much, but it may cause people 
to let go of their money because they have been per- 
suaded, by the grant of the advance, that the upward 
swing has begun. 

When Commissioner Hall stood, last summer as part 


New York. 
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drawing of breath. Folks knew that the President had 
expressed the hope that the Commissioners would find 
it to be true that an advance in rates would enable the 
railroads to remove what he deemed to be the weak spot 
in business. Every commissioner knew what Mr. Wilson 
had been telling the newspaper men. That is why there 
was surprise when Mr. Hall, one of the Wilson appointees, 
under his oath, said that the railroads had not justified 
the higher rates proposed. There was more of the in- 
drawing of breath in Washington, perhaps, than in other 
parts of the country. Washington knows about the des- 
potic power of the President of the United States; knows 
how utterly futile it is for a mere citizen to engage in 
a controversy with him and how easy it is for the Presi- 
dent to persuade the country that the man who opposes 
him, or what he chooses to-call a party policy, is wholly 
wrong. But inasmuch as the President’s prepossession 
in favor of the advance was known before the war, why 
can’t Commissioner Hall have credit for believing that the 
war is sufficient reason for a conclusion that the advance 
should be allowed? 


COMMERCE REPORTS 


ee 


Notes From British Columbia. 


The six-masted barkentine E. R. Sterling, formerly 
sailing under the British flag, will make its first voyage 
under the American flag with a cargo of coal from 
Nanaimo, British Columbia, to San Francisco, from where 
it will carry a cargo of barley to Australia. 


On December 1, 10 steamers and a full-rigged sailing 
ship were berthed in Burrard Inlet, the greatest number 
of off-shore steamers in the harbor at one time in the 
history of the port of Vancouver. 


The Danish East Asiatic Co. has established a service 
between Italy and British Columbia. The motor ship 
Malaka, the first of the company’s vessels to reach this 
port direct from Italy, arrived in Vancouver December 1, 
via the Panama Canal, with a cargo of olive oil and Swiss 
cheese. The company’s route connects Denmark, Sweden, 
Norway and the United Kingdom with San Francisco, 
Seattle, Victoria and Vancouver. Each alternate ship 
sailing in the sailings for the west coast will touch at 
Genoa, adding Italy to the list of European countries 
now connected with Vancouver by regular steamer serv- 
ice. The motor ship Rhodesia, of the Danish East Asiatic 
Co., is announced to arrive in Vancouver, from Copen- 
hagen, via the Panama Canal. The Rhodesia is one of 
a fleet of eight motor ships this company is placing in 
commission for the north Pacific coast trade, which will 
ply regularly between Copenhagen and Vancouver. 


Philippine Shipping Changes. 


The Shipowners’ Association has requested of the 
Board of Public Utilities Commissioners permission to 
restore the freight and passenger rates in force before 
the outbreak of the European war. This permission has 
been granted and the old rates will obtain after Nov. 1, 
1914. It will be remembered that on Aug. 10, 1914, the 
board gave permission to the shipowners to raise the 
prevailing rate 20 per cent owing to the falling off of 
cargoes, due to the outbreak of the war. 

The Board of Public Utilities Commission has handed 
down a decision to the effect that shipping companies 
must hereafter notify those who have made application 
for the consignment of gasoline and petroleum by vessels 
of the hour at which such cargo will be received at the 
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shipside or at the wharf, and that cargo delivered in 
compliance with the terms of such notice will immedi- 
ately pass under the responsibility of the firm or person 
operating the vessel to which such cargo is offered for 
shipment. 

The Japanese government has modified the restric- 
tions put on exportations of coal to the Pihlippine Islands 
during the continuance of the European war so as to 
make it no longer necessary for the party importing coal 
to the islands from Japan to deposit double the value 
of the coal to be imported. The Philippine coal im- 
porter now must simply guarantee the party exporting 
-e coal from Japan that the coal will not be sold or 
delivered to any of the enemies of Japan, which guaranty 
must be such as will satisfy Japanese authorities. 


Freight Rates From Madagascar. 


The general agency of the Compagnie des Messa- 
geries Maritimes has recently informed this consulate 
that the cost of freight for raffia exported from Mada- 
gascar to the United States is now fixed at 65 francs 
($12.55) per cubic meter (35.314 cubic feet). 

The rate on lima beans, when shipped from the 
principal ports of the island to New York, is $22.19 per 
metric ton. These beans are grown and packed on the 
southwest coast, and when shipped directly from the 
smaller ports of that section (Tulear, Ambohibe and 
Morondava), the rate to New York is 5 francs (97 cents) 
more. 

Invoices for Philippine Shipments. 


The Philippine customs authorities have called atten- 
tion to a prevalent and growing practice on the part of 
American shippers of goods to the islands of certifying 
that articles included in their invoices are of American 
origin when they are foreign products. American prod- 
ucts are entitled to enter the islands duty free, and the 
only invoice required is a commercial invoice certified 
by the shipper that the goods covered by it are of the 
growth, product or manufacture of the United States. 
Foreign goods entering the islands are subject to duty 
and must be accompanied by a consular invoice sworn 
to as to its correctness. 

This practice of including foreign goods in invoices 
purporting to cover only American products has made 
it necessary for the insular authorities to scrutinize care- 
fully all invoices. When foreign goods are discovered 
they have to look to the importer, or, rather, to the 
imported merchandise itself, for the payment of the duties 
accruing thereon, and this has occasioned considerable 
dissatisfaction among and numerous complaints from 
Philippine importers. 

The insular authorities in order to facilitate and 
encourage trade between the islands and the United 
States have made the invoice requirements as simple as 
the law and sound administration will permit. For the 
same reason they do not desire to put American shippers 
to the expense and inconvenience of swearing to their 
invoices before notaries public, or of using consular in- 
voices, both of which they are authorized to do, and 
therefore urge American shippers to exercise greater 
care in the future. 


EFFECTIVE DATE CHANGED. 


The effective date of the order in I. and S. No. 405 
and Docket 6717, San Jose Chamber of, Commerce et al. 
vs. Santa Fe et al., has been changed from January 30 to 


April 1. 
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Increasing Efficiency on the Short Haul 





New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 


TRUCKING ALL SORTS OF FREIGHT 


In the December 12 issue of THE TRAFFIC WORLD, 
page 1101, we printed in this department an interview 
with the traffic manager of an eastern railroad pointing 
out the lack of proper facilities, other than the ordinary 
man-operated truck, for trucking all sorts of freight at a 
transfer platform or local freight house. It seemed almost 
impossible, he said, to install any economic facility that 
would handle with equal dispatch and economy a shipment 
of household goods, blocks of marble, long bundles of 
pipe, etc. Some special device, he insisted, must be in- 
vented to reduce the cost and time of handling “all sorts 
of freight.” He suggested, however, that at transfer plat- 
forms there might be developed a circular track and a 
circular platform inside the track, so that the platform 
might be moved, bringing freight of a certain kind op- 
posite the door of the car into which it was desired to 
load it. 

That ‘suggestion brings the following letter, from 
F. C. Gorton, traffic manager, the Standard Welding Co., 
Cleveland, O.: 

“I am fearful that the traffic manager of an eastern 
railroad is not fully in touch with the more up-to-date 
methods simplifying and minimizing in cost the freight- 
handling proposition. The old two-wheeled, man-driven 
truck has, to my mind, served its time to a very large 
extent where any considerable volume of freight or truck- 
ing of most any character is moved, as compared with 
its rival, the electric truck. 





“From actual experience of one year, this electric 
method of transportation, from an intrafactory stand- 
point, has paid its initial cost twice, and at this time is 
doing maximum work. I do not attempt to convey the 
idea that it will transport everything that is tendered 
for transportation, but it will handle 80 per cent of less- 
carload shipments. Just one illustration will possibly 
serve: 


“A moving van offers at a freight house a piano, safe 
or any heavy piece of freight to be loaded in a car; this 
freight can be easily transferred from the van to electric 
truck and loaded in a car, and in any part of it desired. 
The same application can be used from car to van, with- 
out rehandling. 


“Again, the speed of the electric truck over the two- 
wheeled truck is a time saver by 100 per cent. The 
average movement of the two-wheeled, man-driven truck 
will not exceed two miles per hour, while the electric 
will bring an average of four miles per hour, and even 
five, can be accomplished. 


“With the operation of several man-driven trucks 
there is always that delay of one truck waiting for the 
other at doors, or where congestion is always due to 
come, 


“I remember of hearing a general freight agent say 
(and I think he spoke with considerable pride) that his 
company had some large four-wheeled trucks that four 
men could operate very quickly, and carried 4,000 pounds. 
The electric truck can handle 5,000 pounds and move 100 





Device or Method Mentioned in This Department 





per cent faster, and would take that same load over a 
five per cent grade that would require as many men as 
could conveniently surround the four-wheeled truck to 
move it. 


“Take an illustration of an electric truck moving into 
car with ten boxes weighing 300 pounds each, and one 
other box weighing 150 pounds, total weight of 3,150 
pounds, and five men with one box each of 300 pounds. 
Five men to one man, and the operator driving the elec- 
tric unloads the boxes he has, returning for another load, 
the other five are bound to get congested entering or 
leaving the car. Five men, 20 cents an hour, against 
one man, 25 cents an hour hauling, and saving in time 
100 per cent. 

“The electric truck can deliver a load to the car 
and take a load from the other end with the one trip. 

“Our friend with the revolving platform would neces- 
sarily require a large tract of land to launch his idea; 
he would not eliminate the handling of his freight twice, 
once to the platform, and to the opposite or designated 
car, or the slow and laborious two-wheeled truck. His 
idea reminds me of a man that had a very elaborate 
revolving dining table, the idea being that each occupant 
could help himself, and, to celebrate its installation, in- 
vited guests with children. The youngsters soon took 
up the novelty of the affair and when it was time for 
dessert it was a tussle with the ‘kiddies’ who would get 
the pie first, or who had the greatest pulling power.” 


HINTS ON SHIPPING 


The Crouse-Hinds Co. of Syracuse, N. Y., has pub- 
lished a booklet giving hints on the shipping of that 
company’s products, some of which may be of use to 
shippers of other products. At least the idea of such a 
booklet is valuable and helpful. In an introduction to 
the booklet the company says: 

“For the benefit of those who reship the various prod- 
ucts of the Crouse-Hinds Co., we herein give a few prac- 
tical hints regarding the proper specification of each 
product on bills of lading, so as to conform with the rules 
of the Official, Southern and Western classifications. We 
also explain how to prepare and fortify claims for short- 
age and for concealed loss or damage. 

“The advantageous rates which the Crouse-Hinds Co. 
has secured for its products were made possible by the 
careful manner in which we box and mark our articles 
for shipment. Reshippers, in order to hold these rates, 
should copy closely our methods of packing.” 

The booklet is copiously illustrated. The hints follow: 

A convenient number of Condulet castings are packed 





together in a full-telescope, strong, paper carton. Strips 
of strawboard separate the Condulet castings. 
Each wooden box is numbered and is marked: “Pack- 


ing Memo in Box No. 1.” 
When the castings only are shipped, specify as: 
“Conduit fittings, electric, iron, without attachments.” 
Rating Rating Rating 
Official Southern Western 
R-26 3d 4th 
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When the castings are shipped with porcelain at- 
tached, but not a complete article, specify as: “Conduit 
fittings, electric, combined iron and porcelain, without 
attachments.” 


Rating Rating Rating 
Official Southern Western 
3d 3d 3d 


When the complete article is shipped, i. e., with all 
the attachments, specify as: “Conduit fittings, electric, 
combined iron and porcelain, with attchments.” 


Rating Rating - Rating 
Official Southern Western 
2d 2d 2d 


“Attachments,” as understood by the classification com- 
mittees, are: Receptacles, sockets, rosettes and fuse 
blocks for the V, Y and Z series of Condulets, but does 
not refer to cut-out plates, which are not considered as 
attachments. 

If switches are attached to Condulets, it will neces- 
sarily place them under the switch rating of first class. 

When porcelain covers are shipped separately they 
should be specified as: “Pottery insulators, for electric 
wires,” which will give them the rate of third class in 
all three classifications. 

A convenient number of porcelain fittings are packed 
together in a full-telescope, strong, paper carton. Corru- 
gated strawboard is used to cushion each fitting in a 
carton, and the wooden box is also lined with this paper. 

Each wooden box is numbered and is marked: “Pack- 
ing Memo in Box No. 1.” 

In specifying Conduletto or other Crouse-Hinds porce- 
lain fittings, shippers must state the kind of fittings, i. e., 
“plugs, receptacles, rosettes, or sockets, metal and porce- 
lain, or composition combined,” in order to secure correct 
rating of second class in all three classifications. 


Panel Boards. 


When panel boards are shipped separately, i. e., with- 
out being assembled in the cabinet, they should be speci- 
fied as: “Electric Appliances, N. O. S.” They then take 
the first class rating in all three classifications. 

Panel boards, when shipped assembled in steel junc- 
tion boxes, should be specified as : “Iron Junction Boxes, 
electric, with interior fittings.” This places them under 
the second class rating in all three classification terri- 
tories. 

Cabinets, only, should be specified as: “Iron Junction 
Outlet Boxes, electric, without fittings,” and are then 
rated third class in Official and Southern classifications 
and second class in the Western Classification. 


Switches and Switchboards. 

Switches, electric, when specified as: “Switches or 
Cut-outs, electric,” are rated first class in all three classi- 
fications. 

Switchboards, when specified as: ‘“Switchboards, 
electric, boxed,” are rated first class in all three classifi- 
cations. 

Headlights. 

Headlights with sheet-iron bodies should be specified 

as “Headlights, electric, with sheet-iron bodies.” 


Rating Rating Rating 
Official Southern Western 

ist 1st Double 
1st class 


Headlights with cast-iron bodies should be specified 
as “Headlights, electric, with cast-iron bodies.” 
Rating Rating Rating 
Official Southern Western 
1st 1st ist 


Guy Anchors. 


Guy anchors are classified as fourth class in all three 
classifications, but each anchor should be securely tagged 
with a reinforced eyelet tag, to prevent straying from 
original shipment. Bach tag should show the number of 
guy anchors in the shipment. 

Inter-Territorial Classification. 


When shipments are made from one classification 
territory into another and there are no through rates to 
the point where shipment is made, base the rate to the 
point from which the lowest rate can be made and add 
the rate from basing point to destination. 

Example: Shipment of headlights, electric, with 
sheet-iron bodies, from:Syracuse, N. Y., to Denver, Colo. 
Classified first class in Official Classification and double 
first class in Western Classification. 

From Syracuse, N. Y., to St. Louis, Mo. (first-class) . .$0.645 

From St. Louis, Mo., to Denver, Colo. (D-first class).. 3.240 

PR, SI UNI sn ois core cleo oSa desiwne gaune 3.885 
Responsibility. 

When the transportation company gives consignor a 
clear receipt for the goods in good condition it has as- 
sumed the responsibility of delivery to consignees in like 
condition. If any breakage occurs, it will be due to rough 
handling or to causes beyond our control, as all of our 
material is packed with the utmost care, and we are not 
responsible for goods after delivery has been made to the 
transportation company. 

Recourse. 

If any goods are lost or arrive in bad condition, have 
notation made accordingly on your freight bill by trans- 
portation company, at your station. In case of concealed 
damage, notify agent promptly and have “Concealed Dam- 
age” notation made. If the freight receipt, properly noted, 
and the original bill of lading are attached to your claim, 
you can collect full amount from the transportation com- 
pany. 

Claims for Shortages. 

Great care should be exercised in unpacking, as claims 
for shortage frequently arise from the following causes: 

Material being left in cases or thrown out with the 
packing. 

Goods being sold before they are checked and exam- 
ined with invoice. 

One or more cases remaining unopened and not being 
compared with invoice. 

More than one invoice being checked at the same 
time. 

Cases being opened or broken in transit and goods 
lost or stolen, for which the transportation company is 
liable. 

Presentation of Claims. 


The documents that should be presented to support 
claims for concealed loss or damage are: 

1. Itemized bill against carrier. 

2. The original bill of lading or, if not obtainable, a 
certified duplicate, accompanied by your statement as to 
why the original bill cannot be surrendered. 

3. The original paid freight bill (expense bill). 

4. The original or certified copy of invoice, showing 
actual value of the property. 

5. Affidavit of the shipper, in connection with in- 
voice, showing clearly that all articles were properly 
packed and delivered at a stated time, to a stated cart- 
man, for delivery to the receiving railroad agent. 

6. Affidavit of shipper’s cartman, showing that the 
package or packages, so delivered to him, were delivered 
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Underwood 


is the holder ‘of the Elliott Cresson 
Medal for superiority of mechan- 
ical construction. 


UNDERWOOD 


“The Machine You Will Eventually Buy” 
Underwood Building NEW YORK 
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by him, at a stated time, to the railroad station, in the 
same order and condition as when received by him, with- 
out loss, damage or opportunity for being tampered with 
while in his custody. 

7. Written statement of the consignee, as to facts 
relating to discovery of the loss or damage claimed, and 
his notification in the matter to the delivering agent. 

8. Affidavit of the consignee, showing that when the 
package or packages in question were received by him, at 
a stated time, from a stated cartman, they were promptly 
unpacked and contents checked by the invoice, and that 
articles named were missing or damaged; also statement 
regarding the outward condition of the package or pack- 
ages when received. 

9. Affidavit of consignee’s cartman, showing that the 
package or packages in question were received by him 
from the delivering railroad station, at a stated time, and 
were delivered by him to the consignee, at a stated time 
and place, in the same order and condition as when re- 
ceived by him; and without loss, damage or opportunity 
for being tampered with while in his custody; also a 
statement as to his observation of the outward condition 
of the package or packages when delivered to him. 

Positive facts are most essential, and, with clear evi- 
dence of this character to sustain a claim for concealed 
loss or damage, we believe that reparation will be granted. 


Marking Shipments. 


The importance of showing the shipper’s name on 
all shipments by freight is apparent. We, therefore, rec- 
ommend that all shippers adopt the practice of marking 
all shipments by stencil, where stenciling is practicable, 
using the following form: 

From 
JOHN DOE & COMPANY, 
69 Pearl Street, 
Buffalo, N. Y. 
Please advise promptly if unable to deliver. 


NEW WAREHOUSE AT BRUNSWICK, GA. 


(Southern News Bulletin.) 

To provide facilities for promptly and economically 
unloading vessels arriving at Brunswick, Ga., with cargoes 
of fertilizer material, salt, cement and similar commodi- 
ties handled in bulk, the Southern Railway Co. has. re- 
cently constructed on property adjoining its Turtle River 
docks and warehouses a modern warehouse with a com- 
plete mechanical unloading plant. 

The new warehouse, known as. “Warehouse K,” is 
101 feet wide and 301 feet long and 50 feet high from the 
floor level to the ridge of the roof, which gives it a capac- 
ity for about 20,000 net tons, equal to 700 ordinary freight 
carloads. The foundations are of reinforced concrete and 
the structure itself consists of a heavy wooden frame, thor- 
oughly braced, on which is placed a corrugated metal 
sheeting, protected by a composition of asphalt and as- 
bestos. The roof is of wooden sheeting. covered with tar 
and gravel. 

The mechanical unloading plant consists of two mova- 
ble wooden towers, each about 85 feet high, which run 
on steel rails on a wharf in front of Warehouse K, parallel 
with the water front. An elevated railway, back of the 
tracks supporting these towers, carries small electric 
motor cars which move from the elevating towers over 
scales, which automatically weigh each load, into the 
warehouse, where three tracks allow discharge in the 
desired compartment. These cars have a carrying ca- 
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pacity of slightly over 5,000 pounds each and receive 
their power from a “third rail.”’ They are constructed 
so that each load may be dumped quickly in any one 
of the specified compartments without stopping. 





PAY FOR BULKHEADS 


The New York Public Service Commission has sus- 
pended regulations of the railroads on intrastate traffic by 
which they proposed to make shippers of bulk freight pay 
for the bulkheads or temporary doors needed in shipping 
bulk commodities, such as fruit, vegetables and salt. It 
has hitherto been the custom of the railroads to supply 
these doors to shippers, or, where the shippers supplied 
the doors, for the roads to make an allowance of fifty 
cents each thereon, not exceeding two dollars a car. 


All the larger roads, including the New York Central, 
Erie, Delaware & Hudson, Lackawanna, Lehigh and B. R. 
& P., filed tariffs with the commission, imposing these 
charges on the shippers effective this month. The com- 
mission has suspended the proposed change and will shortly 
set a date for a hearing. The railroads had been com- 
pelled to furnish this service to shippers of fruit, vegetables, 
salt, etc., under an order of the commission made in 1909 
on the complaint of the New York State Shippers’ Associa- 
tion, which order expired this month. The present sus- 
pension order will have the effect of continuing the 1909 
regulations until the shippers and roads have an oppor- 
tunity to argue the matter before the commission. 


SUSPENSIONS VACATED. 

In I. and S. No. 461, Potato Rates to Stations in IIli- 
nois, Indiana and Ohio, in which Hosmer’s Sup. 21 to 
I. C. C. No. A-274, and Sup. 14 to I. C. C. No. A-363, were 
suspended until March 29, 1915, the carriers having filed 
tariffs, effective Oct. 29, 1914, canceling the increased 
rates under suspension and restoring the rates in effect 
prior to said suspension, the Commission has vacated 
and set aside its suspension orders of May 27 and August 
17, 1914, and the proceeding of investigation is dismissed. 


POSITIONS WANTED OR OPEN 


WANTED—Position as INDUSTRIAL TRAFFIC MAN- 
AGER with a manufacturing or commercial concern in 
the East, where ability and results count, by a married 
man, thirty-one years old, having had thirteen years’ 
experience in all departments of shipping, and who has 
just successfully completed the Interstate Commerce 
Course of La Salle Extension University, and is familiar 
with the latest I. C. C. rulings, classifications and tariffs. 
References. Address B. Z. 94, The Traffic World, Chi- 
cago, Ill. 

AT TLRS atte ASN Atl ACS Tee RANGES ROS IRAE SMEAR LL TE SANT 

TRAFFIC MANAGER—A competent TRAFFIC MAN, 
whose position has been jeopardized by the European 
war, desires connection with reliable industrial or com- 
mercial concern. Age thirty-eight years; married; tem- 
perate. Experience: Fourteen years in various freight 
departments of New England Railroad, entirely in con- 
nection with rates and tariffs, and six years as traffic 
manager for number of paper mills, scattered over the 
country. Broad knowledge of rates and tariffs over the 
United States and abroad; also of I. C. C. rules, regula- 
tions and decisions. Conducted cases before the Com- 
mission. P. B. 21, The Traffic World, Chicago, Ml. 
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Security Warehouse Company 


MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage Space. 
Motor Truck delivery in Minneapolis and St. Paul. 


Judson Freight Forwarding Co., Inc. 


CHICAGO . 4383 Marquette Bullding 
ST. LOUIS . 1501 Wright Building 


Carlead distribution to all railroads at Chicago and 8t. 


Louis without teams; Cc. I. shipments of machinery 
forwarded at reduced rates to all principal Western ann 
Pacific Coast points. 


Terminal Transfer &) Storage; Company, Inc. 


U. 8. Bonded Transfer \Mobile, Alabama 


Forwarding Agents and Distributors of §Carload freight. 
Modern Storage Warehouses with track connections. 





D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 
2114-2120 Central Street. 


CHANDISH STORAG FORWARD- 
cIT Y DaLIVMRTOS. 


SFER, MER 
ING, DISTRIBUTION AND 
Direct Connections With All nalwende. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Malin omen 310 Sansome St. Telephone Sutter 940. 
ont ee in Warehouse and Wharves, foot of Fourth 
| polish track. General Storage. Grain ae 

—— hed and — Forwarding Agents and Pub- 
=. Welshe ae a. rack connection with all Railroads 
cisco. China Basin Warehouses and 

Whartes tne ara public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 








Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


CHICAGO 
Jos. Stockton Transfer Co. 


5386 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 





“THERE IS ONLY ONE WAY 


THE TRAFFIC WORLD 


Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete. 





To Keep Your 
Tariff File 





Buffalo Storage & Carting Ce. 


BUFFALO, N. Y. 





360-356 Seneca St. “Unsurpassed facilities’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 





Louisville Public Warehouse Co., inc. 
LOUISVILLE, KY. 


amport and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago” 
Ucauaively ine Marenaplios Sinenpe, Wertarhinn ond 
clusiv or Merchand 
Distribution. Guaranteed fervien. hen 
United States. Bonded and free warehouses. Write us. 
We like to answer questions. Our booklet, of interest 
to any concerm doing a warehousing or distributing busi- 
ness, free for the asking. 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 





Jones & Company, Inc. 


NORFOLK, VA. 


Sterage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 





The Benedict Warehouse & Transfer Company 


DENVER, COLO. 


501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENDRAL 
WAREHOUSING. 





EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all 
places abroad and shall a answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON & CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur- Mer. 


UP-TO-DATE 








And that is by checking the changes from week to week as they are printed in 


THE TRAFFIC BULLETIN 


SAMPLES ON REQUEST 





THE TRAFFIC SERVICE BUREAU, CHICAGO 


Ae a Friend of THE TRAFFIC WORLD, please Mention the oaper in writing to advertisers. 
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Hvery Business Man 


engaged in interstate trade, whether he sells 
brass pins or diamond ones, tooth picks or 
telegraph poles, cob pipes or cargoes of grain, 
is subject to some or all of the provisions of 








The Federal Trade Commission Act 











and must keep posted, for ignorance of the 
law is no excuse, and violations are punishable 
by from one to three years’ imprisonment and 
by fines ranging up to $5,000.00. 

There is just one best way to keep posted and 
that is by subscribing for and reading 


PIM ERENL, “SNE IAAI 


Better let us start your subscription now 





PRICE $3.00 PER YEAR 


FEDERAL TRADE REPORTER 


418 South Market Street, CHICAGO, ILL. 





Samples Free on Request 





